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MASTER MECHANICS’ ASSOCIATION. | 





Reports and Discussions. | 





We continue this week our extended summary of the dis- 
cussions at the recent annual convention : 


STEAM REVERSE GEAR. 


Mr. Paxson has some five steam reverse gears in use, 
The first has been in use some twelve months, and there has 
been no trouble. We have two kinds: one that we use on 
passenger engines, with an oil cylinder for holding the lever 
in position. We also have one that was designed specially 
for shifting engines. ‘The advantage that we find is the per- 
fect control which the engineer has at high speed. The one | 
used for shifting engines was put on for the purpose of 
dimin ishing the labor of the engineer. It is working very 
satisfactorily. 

ry. Fry: One of the complaints made against the ordi- 
nary steam reversing gear is that it does not hold; it creeps 
forward or backward. 

Mr. Paxson : We have had no such trouble. On that for 
shifting engines the link can creep about 3-16 of an inch. It 
will drop down and the steam will catch it, and iti will creep 
back. The oil cylinder holds perfectly firm. 

Mr. Lyne: The steam reverse used on the Pennsylvania 
Railroad I found to consist of two horizontal cylnders, the 
forward one for oil and the back one for steam. Both pis- 
tons were connected to the same rod and were extended out 
and joined with the usual construction to the lifting shaft. 
I found that the link would not hold its position ; when the 
piston was drawn back to lift the link to the required posi 
tion and steam was shut off the link would drop. That was 
due to leather packing in the oil cylinder and the engineer 
had to put ina block to hold the link in position. Conse- 
quently it could not be varied with the nicety with which it 
ought to be with such a device. ‘On the New Jersey Central 
road, instead of using leather packing in the oil cylinder, 











they use asbestos which works with much better results,and 
is much more precise, so that the link can be adjusted at 
any polnt and left there. But there is this difficulty, as soon 
as there is the least leakage of course air sinto the oil 
cylinder so that it willform acushion. The advantages of 
the steam reverse gear are two: cutting off at any point 
without putting the lever in a notch; diminishing the labor 
of the runner. This gear is too expensive a device for the 
first purpose; as to the second, it would seem better to 
more nearly balance the valves and thus enable the runner 
to move his lever to any desired position without applying 
great force. A member of this Associatiun, who is not pres- 
ent to-day, has, I understand, a device which consists of an 
oil cylinder attached to the end of the reach rod and the 
valve upon this cylinder is connected with the usual latch 
upon the lever, so that when the latch is depressed, instead 
of raising the latch out of the quadrant,it opens the valve in 
this oil cylinder, and the lever can be moved to any posi- 
tion desired and left there locked, substantially, as in the 
case of the steam reverse. This device costs less and is less 
liable to derangement and accomplishes all that the steam 
reverse accomplishes, 


LUBRICANT FOR LOCOMOTIVE CYLINDERS. 


Mr. Howarp Fry presented the following question: ‘‘What 
lubricant is best for locomotive cylinders, and how much 
lubricant per mile should a locomotive use for all pur- 

oses ?? and said: ‘‘The lubrication of the cylinders of a 
ocomotive affects very materially the amount of lubrica- 
tion that is used altogether, the cylinders taking a very 
large proportion of the total amount necessary for the 
whole engine. There has been a good deal of experimenting 
lately to get a material that shall not eat away the cylin- 
ders, and some hopeful experiments have been made with 
some of the heavier qualities of black oil. A short time 
ago, in looking over some reports of the Lake Shore Rail- 
road, I noticed that one particular division was materially 
lower in its consumption of lubricants not only than any 
other division of that railroad, but than any division of any 
other railroad I am acquainted with. It seemed to me very 
remarkable that a division of the Lake Shore, which is one 
of the most dusty roads that I know of, should have so 
greatly reduced the consumption of oil for locomotives. 

Mr SEDGLEY uses a treated earth oil with perhaps a 
mixture of animal oil in the cylinder. His great point 
seems to be, having found a good oil, to stick to it, that the 
men may know exactly what they are using. He thinks 
they (the Lake Shore) should make 25 miles to the pint of 
oil. Thin oil costs 5.18 cents a pint. He speaks only of 
lubricating oil. 

Mr. Hayes: For the last two or three years our oil has 
cost us 30 cents to the 100 miles. That includes all the oil 


for lubrication is over 25 miles to the pint, leaving the lamp 
oil and signa) oil out of the question. 

Mr. CLARK: My cost is about 0.33 cents to the mile. For 
the lubrication of cylinders I have tried several cylinder 
oils, and never yet have I been able to get one to give the 
same results as tallow. Of course there are drawbacks to 
tallow, but taking it all in all, I still prefer tallow. Of the 
tallow we use 4 Ibs, to 200 miles. hen I speak of 0.33 
cents,'that includes the same as Mr. Hayes’ figures, the oil for 
headlight, lamps and everything else. 

Mr. Hayes: I am using the same brand of oil as Mr. 
Sedgley is, and our average is about 60 miles‘to the pint for 
cylinders. Some of our men will run as high as 100. Itisa 
composition, as I understand it, of neatsfoot oil and the 
common earth oil. I don’t know what the proportions 
are, but we pay 58 cents a gallon for it delivered in Chicago, 
and we find it gives better satisfaction than tallow. After 
experimenting with it for about six months we adopted it 
for the whole y ety and have been using it ever since. It 
costs about the same per mile as the tallow, but we get rid 
of the eating away of the cylinder faces and of the steam 
chest plates. Our valve faces are perfectly clean and as 
bright as a new silver dollar, and keep so all the time. 

The PRESIDENT : I have been using for a number of years 
the oil used on the Lake Shore and the Illinois Central, and 
it will be invariably found that this oil attacks the gum and 
other deposits left by the tallow or lard oil that have been 
accumulating in the cracks and corners, in the parts and all 
about the cylinders and steam chests and cleans them out, 
and until they are cleaned out there will be a good deal of 
grinding and groaning and rattling of the lever. 











Master Car-Builders’ AssociationSubjects for Dis- 
cussion at the October Meeting. 





[Report of the Committee to select subjects for consideration 
at the adjourned meeting to be held Oct. 10.) 


It is recommended that committees be appointed to con- 
sider and report on the following subjects at the adjourned 
meeting in October. Your committee would suggest that in 
cases when it is impossible, owing to the want of time, to 
make complete reports ‘on these subjects at the October 
meeting, a reports be submitted at that time, 
which with the discussions thereon will open the way fora 





more meee report at the annual meeting next year. 
owing are the subjects proposed and the names 


The fo 


Fig. 32. 
MACHINERY FOR WORKING THE DRAW OF THE HARLEM RIVER BRIDGE. 


and addresses of the chairmen of the committees appointed 
to report on them: 


1. Continuous Brakes for Freight Trains.—The commit- 
tee to report whether it is impracticable to apply the brakes 
now in use in passenger trains to freight trains, and if so 
why, and whether the objections to applying such brakes to 
freight trains are overcome by any other known form of 
brakes. C. E. Garey, New York & Harlem Railroad, Mor- 
risania, N. Y. 

2. On Iron Cars.—The committee to report whether it 
would be profitable to railroad companies to substitute iron 
or steel for wood in the construction of any, and if so 
which, of the parts of cars now made of wood. W. R. 
Davenport, Erie Car Works, Erie, Pa. 

3. On a Standard Wheel Gauge and Form of Section for 
the Treads and Flanges of Wheels.—The committee to re- 
port which action, if any, is required with reference to the 
_adoption of a standard wheel gauge, and to recommend a 
standard form of section for the treads and flanges of 
wheels, and whether experience indicates that any advan- 
tage results from the use of a conical form for the treads of 
wheels, and if so, how the advantage is shown. R. C. 
Blackall, Delaware & Hudson Canal Co., Albany, N. Y. 

4. On Draw-Gear.—Tke committee to report whether and 
why it would be advisable for the Master Car-Builders’ As- 
sociation to recommend a standard automatic draw-bar, or 
one which, without being automatic, would make it un- 
necessary to go between cars to couple or uncouple them, 
and to suggest a standard belonging to one of these classes 
for eee. J. 8. Lentz, Lehigh Valley Railroad, Packer- 
ton, Pa. 

5. On the Causes of Accidents to Trainmen.—The com- 
mittee te report what means can and should be provided to 
protect train and yardmen from injury. W. F. Turreff, 
Cleveland, Columbus, Cincinnati & Indianapolis Railway, 
Cleveland, O. 

6, On the Most Economical Carrying Capacity for 
Freight Cars.—The committee to report what are safe and 
economical loads for axles of given sizes. John Kirby, Lake 
Shore & Michigan Southern Railway, Cleveland, Ohio. 

7. On the Economy of Grinding Cast-Iron Car Wheels.— 
L. Packard, Baltimore & Ovio Railroad, Baltimore, Md. 

8. On Steel-Tired Wheels with Wrought-Iron Centres.— 
The committee to report on their safety and cost of service 
compared with chilled cast-iron and paper wheels. F. D. 
Adams, Boston & Albany Railroad, Allston, Mass. , 

9. On Refrigerator Cars.—The committee to report what 
it knows or can. learn®on that subject, and whether it is 
more economical for railroad companies to own and run 
such cars, or whether they should b be controlled by other 
companies and their employés. Thos. Aylesbury, Kansas 





—the headlight, cab lamp, lamps of the engineer and fire- 


City, St. Joseph & Council Bluff Railroad, St Joseph, Mo. 
10. On Heating Cars.—The committee to report what 


man, and signal light, when they carry one, Our average are the elements of safety, economy and comfort in various 
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methods of heating cars. J. N. Mileham, New York, Lake 
Erie & Western Railroad, Jersey City, N. J. 

11. On Standard Freight and Passenger Car Trucks.— 
Wm. McWood, Grand Trunk Railway, Montreal, Canada. 

12. On the Decoration and Furnishing of Passenger 
Cars,—The committee to indicate the principles which 
should control the interior and exterior decoration of pas- 
senger cars, and how both it and the comfort of cars may 
be improved. T. A. Bissell, Barney & Smith Manufactur- 
ing Co., Dayton, Ohio. 

13. On the Revision of the Constitution.—This committee 
was instructed to report at the adjourned meeting to be 
held in October, ‘‘such amendments to the constitution of 
this Association as on investigation they may think are de- 
sirable.” Leander Garey, New York Central & Hudson 
River Railroad, New York. 

M. N. Forney, 
L. PACKARD, 
Tuos. A. BIssELL, } 





Gontributions. 
Fast Time. 
PHENIX, R. L., July 25, 1882. 
To THE EDITOR OF THE RAILROAD GAZETTE : 

I have read from time to time in ycur valuable paper re- 
ports of fast time on various roads in the country. 

We have in our little state fat least one very speedy train, 
the day Shore Line express between Boston and New York. 
A few weeks since this train ran from Providence to Ston- 
ington, 50 miles, in 55 minutes from start to stop. Its reg- 
ular time between these points is 61 minutes. The locomo- 
tive of this train was recently built by the Rhode Island 
Locomotive Works, and the train consists of baggage car, 
smoker, sometimes two and oftener three drawing-room 
cars, and two day coaches. Considering the quite sharp 
curves on some parts of the line, the time seems very good. 
SUBSCRIBER.” 





To THE EDITOR OF THE RAILROAD GAZETTE : 
It is well known that the Superintendent of Motive 


es 


Power of the Pennsylvania Railroad has detailed two gen- 
tlemen to give their entire time to the study of materials 
used by the road. One of them was formerly connected 
with the Superintendent of Motive Power in another capac- 
ity; the need of more efficient and accurate tests of iron be- 
came apparent, and he was appointed to undertake the 
duty, although still keeping, for some period, part of his 
former duties. The need of chemical tests for other mate- 
rials led, accidentally, to the discovery of a scientific man 
peculiarly fitted for this work. 

These gentlemen, working at first without assistants, 
have during the past seven years each created a depart- 
ment, one of chemical, the other of physical tests, which 
combined form what may be termed the department of 
experiment. Two years ago some reference was made to 
these departments in an editorial letter; it is proposed 
here to enter somewhat more into the details of their! rela- 
tions to the purchase and use of materials by the road. 

An apology should, perhaps, be made for the use of the 
word “department ;” but although a rather large word, its 
usefulness will be apparent to any one visiting. Altoona. 
All departments of the road refer to these two for in- 
formation, as they would to other departments for 
points falling under their special supervision. An opinion 
upon a new coal mine as a source of supply, 
difficulties with coal delivered to the road, the test 
of coal; questions involving the draft of engines, and of the 
relative value of proposed to present alignment, so far as 
shown by absolute test; difficulties with oil, either in burn- 
ing or in lubrication; questions involving the use of soap in 
washing cars; questions from the transportation department 
as to dangerous and explosive freight; questions about the 
chemistry of iron in relation to the manufacture of wheels, 
and, finally, reports on all kinds of materials purchased by 
the Purchasing Department. It will be seen from this mis. 
cellany that without any official utterance these departments 
have been recognized by all others as part of the organiza- 
tion of the road. It should be understood, however, that 
their head and director is the Superintendent of Motive 





Power. For him alone they exist; they are merely used by 
other departments, and this various use by practical men 
proves that science, as a method of investigation, is fully 
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recognized as having a place in railroad affairs. Not, how- 
ever, that scientific men are men of a peculiar kind; they 
are, or should be, practical men with a special knowledge of 
the means for getting at facts. 


THE CHEMICAL TESTS. 


The work of the chemical department in testing tallow 
used for lubrication is well known. Besides those now fa- 
miliar facts as to corrosion by free soil acids in the tallow, 
it has been discovered that any soap or saponified tallow is 
injurious to iron subject to high temperature and pressure. 
Under these conditions, the iron does not saponify good tal- 
low ; it may, however, apparently replace caustic soda 
which has previously displaced glycerine. Ln other words, 
tallow with a small portion of soap is injurious to iron, 
when no injury would have resulted if neither free acid 
nor soap had been present. Tallow is saponified to 
‘sweeten ” it, and destroy the odor of the rancid acids. 

Lard Oil.—No oil tested is regarded as more important 
than this, because the oil is used in nearly all lamps and 
lanterns except at signal stations. Cotton-seed oil injures 
the burning qualities, and may gum the wicks. It is pos- 
sible, for instance, that on a branch road a serious accident 
might occur at a switch, or through the failure of a flag- 
man’s lantern whose wick had become gummed by cotton- 
seed oil. Such an accident would; of course, demand a con- 
junction of peculiar circumstances, but that it might occur 
through the adulteration of lamp oil shows the odd relations 
of departments of railroad service. As much as 25 per 
cent. of cotton-seed oil has been discovered in lard oil fur- 
nished by men who were (perhaps honestly) indignant that 
their firm name should not have been a sufficient guarantee 
to the road of the purity of any article furnished. 

But the chemical facts made it plain that firm names are 
not a sufficient guarantee of purity; thus even the hest 
houses were stimulated to greater carefulness. ‘he honest 
dealer discovered his best friend in the chemical test which 
made it impossible for competing houses to win by dis- 
honest adulteration, and left the market open to a fair 
competition of prices. 

The United States government recently engaged the de- 
partment to test a quantity of oil for use at signal stations , 
the method of test being rightly withheld as the property 
of the department. 

Soap.—Even the quality of soap furnished to the road has 
been discovered to be a matter of importance—a single 
washing with a certain soap having destroyed the varnish of 
a car. Investigation shows that free caustic alkalis are 
very destructive to varnish; and specifications for soaps 
now require that they shall not contain more than one-half 
of 1 per cent. of free caustic alkalis, nor more than 1 per 
cent. of alkali carbonates. 

These examples are sufficient to show the method of the 
department in regard to test of materials. As time allows 
or occasion demands, practical investigations are made, and, 
if possible, certain specified requirements established, on a 
basis of ascertained fact, and a system of tests organized. 
Japans were recently examined in this way for the paint 
shop, with amusing results. 

New articles of all kinds are passed upon, and often found 
valuable at a price corresponding with the cost of ingredi- 
ents, which, of course, is generally much less than is at first 
demanded by the seller. 

The well-known investigations as to the composition of 
steel rails of greater or less durability, illustrate the work 
of the department in relation to the economy of operation. 
Investigations as to the best composition of varieties of iron 
for chilled work; to analyses of waters with a view toa 
proper selection of water supply; careful study of the rela- 
tions of water to boiler incrustation; investigation into the 
possibilities of electricity as means of lighting cars—subjects 
of interest and importance open in many directions, while 
the regular work of tests limits the time for investigation, 
and questions from various sources require immediate con- 
sideration. We have simply sampled the varieties of work 
without attempting to enter into full details. 

The expenses are very light; but those most competent to 
judge have expressed the opinion that they are not one-fifth 
of the amount thereby saved to the company. Any per- 
centage of saving on such a system of roads is, of course, 
accumulating a capital whose interest should in time be 
equal to the small expenses of the department. 

The following materials are on the list for regular test: 

Oils.—Tallow, lard oil, well oils, coal oil (150° to 
800° test), paraffine oil, cylinder oils, sperm oil. Also 
soaps. Occasionally mixed paints and putty. Water 
analyses. 

Telegraph and Telephone Materials.—Blue vitriol, zine 
(tested for iron, lead, etc.), chloride of ammonium. Also 
comparative test of efficiency of batteries, comparative ex- 
amination of telegraph wires as to electrical resistance, 
weight and composition ascertained. 

Investigations 6f Metals.—Pig and wrought iron for 
chemical composition as cause for physical peculiarities; 
steel, bronze bearings, etc. 

Coals.—Determination of ash, coke, volatile matter, sul- 
phur. 

THE PHYSICAL TESTS. 

The best commentary on the regular work of this depart- 
ment (which, of course, is more immediately under the 
advice and assistance of the Department of Motive Power) 
is formed by the printed schedule of specifications which 
follow. Each is signed by Mr. Theo. N. Ely as Superin- 
tendent of Motive Power: 

INSPECTION AND SAMPLING OF IRON AND STEEL. 
‘* All iron must be carefully inspected for workmanship 


bars of the lot, for tensile test. Ifacar is loaded with but 
one size of iron, four test pieces should be taken from it ; if 
Joaded with two or more sizes, not less than two test pieces 
should be taken from each size. 

‘* Round bars 1 in. diameter or less, and rectangular bars 
not exceeding 1 in. on either side, are ready for test with- 
out any machine work. Larger sizes must be prepared as 
round Bem and rectangular bars. 

‘* No test piece should be over 124,in. (dimension a) in any 
diametrical or side measurement, and no test section more 
than lin. in area. The larger irons must be slotted longi- 
tudinally, and so as to bring the test section in round bars, 
about midway between centre and circumference. 

** Steel test pieces with builer sheets should be shaped 
same as rectangular bars, and in such manner as will bring 
the stamp on test piece near one end. Test pieces from 
axles or crank pins should be made as per fig. 3. 

‘* Machine work on test pieces must carefully done, so 
that sides are parallel and fillets regular (14 in.). 

‘* No test section should show any marks of stamping of 
any kind.” . 
SPECIFICATIONS FOR AXLES, 

‘For each 100 axles ordered, 101 must be furnished, from 
which one will be taken at random, and subjected to the 
test —— for such axles. 

‘Locomotive tender and car axles to have journals 
swaged, and all axles to be centered. 

Passenger Car and Passenger Locomotive and Tender 

Truck Ales. 

‘* Axles must be made of steel and be rough-turned 
throughout. 

“Two test pieces will be cut from an axle, and the test 
sections of & in. diameter by 2 in. long may fall at any part 
of the axle, provided that the centre line of the test section 
is lin. from the centre line of the axle. Such test pieces 
should have a tensile strength of 80,000 lbs. per square 
inch and an elongation of 20 per cent. Axles will not be 
accepted if the tensile strength is less than 75,000 lbs., nor 
the elongation below 15 per cent., nor if the fractures are 
irregular. 

Freight Car and Freight Locomotive and Tender Truck 

Azles, 

‘‘Steel.—Steel axles for freight cars and freight locomotive 
and tender trucks will be subjected to the following test, 
which they must stand without fracture. Five blows at 20 
ft. of a 1,640 lbs. weight striking midway between supports 
3 ft. apart ; axle to be turned over after each blow. 

‘‘Tron.—tron axles for freight cars and freight locomotive 
and tender trucks are to be hammered ; the iron must be 
double rolled from muck bar not exceeding %{ in. in thick- 
ness. It must be tough, fibrous, uniform and free from 
scrap. Such axles must stand without fracture three blows 
at 10 ft. and two blows at15 ft. of a 1,840 lbs. weight, 
striking midway between supports 3 ft. apart ; axle tu be 
turned over after each blow.” 

SPECIFICATIONS FOR BOILER AND FIRE-BOX STEEL. 

‘1st. A careful examination will be made of every sheet, 
and none will be received that show mechanical defects. 

‘2d. A test strip from each sheet, taken lengthwise of the 
sheet, and without annealing, should have a tensile strength 
of 55,000 Ibs. per square inch, and an elongation of 30 per 
cent. in section, originally 2 in. long. 

3d. Sheets will not be accepted if the test shows a tensile 
strength less than 50,000 Ibs., or greater than 65,000 Ibs. 
per square inch, nor if the elongation falls below 25 per 
cent. 

‘* 4th. Should any sheets develop defects in working, they 
will be rejected. 

‘* 5th. Manufacturers must send one test strip for each 
sheet (bis strip must accompany the sheet in every case); 
both sheet and strip being properly stamped with the marks 
designated by this company, and also lettered with white 
lead to facilitate matching.’ 


SPECIFICATIONS FOR CRANK-PINS. 


“Steel ingots for crank-pins must be swaged as per 
drawings. 

‘* For each lot of 50 ingots ordered, 51 must be furnished, 
from which one will be taken at random, and two (2) pieces, 
with test sections 5¢ in. diameter and 2 in. long, will be cut 
from any part of it, provided that centre line of test pieces 
falls 13¢ in. from centre line of ingot. Such test pieces should 
have a tensile strength of 85.000 lbs. per square inch and 
an elongation of 15 percent. Ingots will not be accepted 
if the tensile strength is less than 80,000 lIbs., norif the 
elongation is below 12 per cent.” 

SPECIFICATIONS FOR IRON FOR COUPLING-LINKS AND PINS, 


‘Tron for coupling-linksand pins will be required to stand 
tensile test as follows: 

** No test to show below 48,000 Ibs. tensile strength, with 
15 per cent. elongation. 

‘* An average of five tests, taken from any car load or 
smaller lot, shall not fall below 50,000 Ibs. tensile strength, 
with 20 per cent. elongation. 

‘* The above tests will be made from test sections origi- 
nally 2 in. long and % in. in diameter, taken out of centre 
of bar.” 

All these, or nearly all, are the result of careful study of 
each material, and thus reduce the question and work of test 
to mere routine, requiring but little attention. Many other 
tests of materials are also in use; all bridge iron is tested by 
the department, or some one practically familiar with its 
methods, using any proper apparatus in the vicinity, on 
sending samples to Altoona. Materials can now reach Al- 
toona within 24 hours from any part of the operated roads, 
and it is proposed to extend the use of the department to as 
far west as Chicago and St. Louis, if that be found conve- 
niently possible. 

It is seldom that the company gives out contracts for 
locomotives, but the materials for a number now building in 
Philadelphia are tested by the department. 
Lubrication.—The department has also charge of the 
physical tests as to quality of lubricating oils. By request of 
the Purchasing Agent, competing houses send to him, to- 
ward the close of each month, samples of oil which they de- 
sire to furnish at a specified price for the next month. 
These samples are tested by the chemical department, and a 
report made. They are also tested as to comparative lubri- 


cating value for car journals running’ under 
ordinary conditions oof pressure and tempera. 
ture. This pressure is assumed to be about 250 Ibs, 


per square inch, and the temperature 100° F. The test is 
made on a Thurston machine which has been counter- 
weighted, and, it is thought, further improved by running 
through the journal a graduated stream of water sufficient 
to reduce its temperature to 100°, or that of the average car 





and finish, by a competent person. Representative or 
average samp. 12 in. long, should be taken from different 





journal when in motion. The conditions of the journal are 


further approximated to those of the car by working the 
bearing into that lateral motion characteristic of car-bear- 
ings. Special attention is also given to the condition of all 
surfaces, the proper temperature of the journal is attained 
by running with standard oil (without the use of water to 
cool), the surfaces are cleaned with benzine, a measured 
amount of the oil to be tested is placed on the waste, the 
journal is run at the rate of a car-wheel making 15 miles 
per hour, and readings of the amount of accumulated fric- 
tion, as shown. by the reading of the scale, are recorded every 
five minutes for one hour. The scale shows the friction by 
the deflection of the counter-weighted beam attached to the 
bearing from its normal centre of gravity. 

. The results attained are not claimed to be scientifically 
accurate in any other sense than as furnishing in a general 
way those conditions usually found in that place at which 
the article is to be worn out asa lubricator. So used, the 
machine gives practically uniform results with repeated 
trials of each sample of the oil. It therefore furnishes a 
standard of comparison which can only be replaced by a 
better method. 

On the basis of the comparative values in relation to price, 
as shown by both physical and chemical tests,the decision as 
to the contract for oils for the next month is then made by 
the Purchasing Agent. 

When the first shipment of oil is received it is tested by 
the chemical department in relation to the standard sample 
originally furnished. Of course only samples can be tested, 
and in this way errors may occur; but if they are errors not 
in favor of the seller, it is his own fault, as in a case where 
three inferior barrels of oil were placed with a superior lot 
in order to fill the required shipment. 

The tests made by the chemical department include flash- 
ing poiut and purity. 

INVESTIGATION. 

There isa great variety of work for the department in 
lines of investigation—questions in connection with coal, 
forexample. It has been found in a general way that the 
value of coal has at least two important factors—the presence 
or absence of dust, and the amount of volatile material con- 
tained. A variety of other conditions affect the result, and 
among these the fireman, who is always a promising factor 
for improvement of coal returns. A return to the double 
nozzle, which had been displaced by the single nozzle when 
the extended smoke-box was adopted, has always been 
found advantageous. 

Apparatus of various kinds, especially new apparatus, 
often requires investigation. The dynamometer car is one 
of the implements of the department. Tests are made by it 
of the draft of engines, usually for the sake of reply to 
questions, but sometimes for useful purposes—the car occa- 
sionally indicating that the shortcoming of one engine in 
failing to pull a standard load is within the bounds of cure 
by additional weight on its drivers. 

Its principal use, however, has been the test of proposed 
changes in road by comparison with present grades and 
curves. In case of the Valley Creek curves, for example, 
other curves of the road corresponding to the proposed new 
curves were measured by draft as against these. C. L. C. 








Papers on Painting.—No. 14. 


BY CHARLES L. CONDIT. 
(Copyright, 1882, by The Railroad Gagette.]| 





THE USE OF VARNISH. 

A varnish may be called a liquid glass, and has much the 
same use as picture glass. A glass preserves the picture be- 
neath it from water, dirt and injury; a varnish does the 
same. Mulder recommends covering oil paintings with glass 
as the only effectual method of preserving them from the 
action of the oxygen of the air. Varnish over a picture 
preserves the oil colors beneath it, but is itself affected by 
the oxygen from which it protects them. For this reason 
it is much less durable than glass and may crack and injure 
the picture, or become cloudy and hide it. When a varnish 
over a picture becomes white and cloudy, it is generally be- 
cause the varnish is no longer a continuous sheet like a 
transparent glass, but has changed intoa fine powder, like 
powdered glass. A powder throws light in every direction, 
and is therefore not transparent; a sheet of glass throws 
light in one or several ways, so that by standing in a cer- 
tain position and looking at a glass overa picture, we get 
the light reflected from its surface and see only a glassy 
lustre, through which we can barely discern a dim shadow 
of the picture. 











To this peculiar manner of reflecting light, glass and 





varnish owe their power of bringing out colors. When we 
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get the glossy lustre from glass or varnish into our eyes, the 
picture beneath seems dim because there is so much of this 
white glossy light mixed with its light. We are getting all 
the light there is from the picture, but our eyes do not see 
it because they are blinded by the brighter, glossy light 
from the surface of the glass. By taking another position, 
we see the picture very clearly, because our eyes no longer 
get the glossy light from the glass. 

Glass and varnish over colors bring them out (as we say 
in familiar language) by leaving them alone. Glass and 
varnish throw the white, glossy light out of the way, 
and the picture appears brighter to our eyes because it has 
less white light mixed with its light colors and shades than 
a picture over which there is neither glass nor varnish. 

This power of varnish, its ability to bring out colors be- 
neath it by leaving them alore, unmixed with white light 
from the surface, is a very important fact. We place var- 
nish over finely colored woods in order to see more deeply 
and clearly into their structure by getting rid of the strong 
surface light which blinds our eyes, to the feeble rays com- 
ing from below the surface of the wood. The glitter of var- 
nish we do not want; it isa hard, cold, meaningless light. 
The effects produced by the varnish are what we wish, be- 
cause it enables us to see deeper than we otherwise would be 
able todo. Varnish, therefore, adds depth toasurface. A 
well varnished surface is the opposite of a flat, dead surface. 
This impression of depth is both a fact and an impression of 
our own minds; we see the contrast between the surface of 
the varnish and the deeper surface beneath it, but the dif- 
ference between the two seems much greater than it actu- 
ally is. 

Therefore in using varnish, there are two effects to obtain 
and one to avoid. 

1. To bring out wood or paint in its own light, by remoy- 
ing out of the way the white light which comes to our eyes 
from the top to the surface. Varnish by its lustre throws 
this white light out of the way for us; the lights and shades 
of the wood and the colors of the paint seem brighter because 
they are purer. 

2. To give a pleasant illusion of depth to a surface by the 
contrast between the upper surface, or varnish light, and the 
lower surface or color light. This depth gives a softness to 
color which is the exact opposite and contrast to a glitter of 
varnish.* 

3. The effect to avoid is throwing the glitter of the varnish 
.into the eyes of the observer. Great care is taken in thiS 
respect in hanging pictures, to get a position for them which 
will throw the glitter of the varnish quite out of the way- 
The only care which the painter can take is to reduce the 
glitter to just power enough to accomplish the desirable 
effects (1 and 2) without dazzling the eyes of the observer 
with the very white light, which it is his purpose to throw 
out of the way. Finish, therefore, must be adapted to the 
amount and kind of light which it is to get. 

A darker room, or a darker surface will bear a higher 
finish than a lighter room ora whitersurface. The principle 
is that effects Nos. 1 and 2 are always desired, and No. 3 
always as far as possible to be avoided, and in this matter 
the angle of light falling upon the surface has, of course, 
great influence. 

Rough-stuff and Rubbing Varnish.—Varnish has to do al- 
most entirely with our eves ; it is a matter of light and not 
of touch. It is for effects of light that so much trouble is 
taken with rubbing varnish and rough stuff. It is alla matter 
of throwing white light. If the white light is thrown in many 
different ways from different spots, the surface appears ful] 
of hills and hollows. If the white lightis all thrown in cer- 
tain directions, the surface appears smooth ; if the white 
light is only thrown out of the way in spots, the surface is 
broken into blotches of glitter and dull color ; if the white 
light is thrown entirely out of the way, the deep, -clear 
beauty of the surface beneath pleases the eye. 

The question arises whether too much trouble and too 
much expense and risk are not often involved to produce a 
temporary effect of this kind. Why, for example, should 
all this trouble be taken with the surface of cars, which are 
to be almost constantly covered with cinders and dirt ? 

It seems an unreasonable proceeding to spend weeks, or 
even days, in getting ready a surface which shall throw 
white light quite out of the way, and then asa light reflector 
use acheap Kauri varnish, whose lustre dies in a few months, 
and with it, of course, those effects for which so much trou- 
ble has been taken. Still more unreasonable is it to en- 
danger the protectionand appearance of such an exposed 
surface as a car, for the sake of a little more regularity in 
getting rid of a little more white light—for this is what is 
accomplished and about all that is accomplished by the use 
of rubbing varnish. Truly, it seems time that practical 
men should look at things as they actually are. 

Rubbing Varnish—Varnish depends for its elasticity upon 
the amount of oil it contains. Rubbing varnish must be not 
merely dry, but hard, within 24 hours after its application. 
It, therefore, contains little oil, and such oil as there is made 
into brittle soaps by strong driers. No coat, therefore, has 
so little elasticity for its bulk. 

But this is not sufficient; this non-elastic coat must be 
rubbed with water. Water evaporating upon a varnished 
surface tends to separate the gum from the oil, and there- 
fore to decrease its elasticity still more. 

One of the difficulties in the way of getting rid of it is the 
danger of striping on flat color, but this may be avoided by 
using a coat of color and varnish, rubbing this with a bunch 
of hair, and striping upon it. 

Where rubbing varnish must be used, it is well (knowing 
~ * There are other facts in connection with the relations of 
varnish to light which might be added, but they are more difficult 
to comprehend. Varnish asthe medium of light has an effect. 


hn and Rood discuss the matter from different stand- 
ints. 








each varnish and testing the mixture) to mix, rubbing with 
finishing varnish, half and half, or less of the finishing than 
of the rubbing if preferred. : 

A rubbing.varnish should fill the following requirements: 

(1.) It must not ‘‘ sweat "—i, e., it must remain flat and 
lustreless after the lustre has once been removed by rub- 
bing. 

(2.) It must dry hard and firm within 24 hours, in order 


Pattern 







Starting Valve. 


Water Valve. 


the freight handlers’ strike, Judge Haight, in the Supreme 
Court Chambers, July 28, decided that peremptory writs of 
mandamus could not be issued. Judge Haight holds that 
the persons aggrieved by the failure of the railroad com- 
panies to receive and transmit freight properly are the 
merchants as individuals, and that each of them has the 





right to sue and recover damages for whatever injury he 
can show himself to have suffered. This being the case, he 


1882. 





MACK’S 


to cut freely and easily when rubbed with pumice stone and 
water. 
ERRATA. 

For anime in last week’s article read animi; also for 
anime, as referring to South American resin, unimé; for 
resin in several places read rosin, and the maximum prices 
of resins should be likewise corrected. The proof was by 
necessity not seen by the writer. 





Mack’s Improved Injector. 

The National Tube Works Company has just introduced 
some new improvements in the construction of its injector, 
the object of which is to facilitate repairs when the working 
parts become worn by the action of the water. The parts 
are now all made separate so that they can easily be re- 
moved and replaced or renewed at a small cost when it be- 
comes necessary. 

Fig. 1 represents the outside of one of the lifting injectors, 
and fig. 2a section. From the latter it will be seen that all 
of the internal parts are held together by nut 7. By un- 
screwing this they can all be taken apart. Being duplicates 
of each other they can be kept on hand, and new ones can 
be substituted for the worn parts whenever that becomes 
necessary. 

The separate figures below fig. 2 represent the parts with 
like numbers in fig. 2. Fig. 8 represents a different form 
of the instrument. 

The address of the National Tube Works Company is No, 
8 Pemberton Square, Boston. 








The Decision in the Mandamus Suit to Compel the 
New York Railroads to Carry Freight. 


In the suits brought by the Attorney-General in the name 
of the People against the New York, Lake Erie & Western 
and the New York Central & Hudson River Railroad com- 
panies, to compel those corporations to receive and trans- 
mit freight in the ordinary and proper manner in which 


* they received and transmitted it prior to the beginning of 


INJECTOR 


decides that the rule applies which forbids the issuance of a 
writ of mandamus when the applicant for it has a remedy 
at law. A motion to quash the writs had been made by W. 


Pattern 1882. 





Fig. 3. 
MACK'S INJECTOR. 


D. Shipman and Roscoe Conkling, for the New York, Lake 
Erie & Western Railroad Company. 
THE OPINION. 


The petition upon which the peremptor: 
mus in cenghet in substance alleges that 





writ of manda- 
e respondent is a 
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railroad corporation existing under the laws of the state, 
and is subject to all the duties and obligations imposed by 
law upon railroad corporations. That the corporation isa 
common carrier of freight and ngers. That since about 
the 16th day of June, 1882, it has substantially refused to 
discharge its duties as a common carrier, and has to a ma- 
terial degree suspended the exercise of its franchises, by re- 
fusing to take freight which has been offered at its station 
in the city of New York for transportation. That it has re- 
fused to accept and transport the greater part of the out- 
going and to deliver the incoming freight, the property of 
the merchants doing business in such city. That it has neg- 
lected and refused to furnish sufficient and adequate trans- 
pete for the goods of such merchants, whereby great 
oss and damage bas accrued to the le of the state, for 
which there is no adequate remedy in damages. That the 
trade and commerce of the city of New York is greatly im- 
pe 4 reason of the failure of such corporation to trans- 
port goods and property. That the reasons for the re- 








Fig. 31. 


MACHINERY FOR WORKING THE DRAW OF THE HARLEM RIVER BRIDGE. 


fusal of such corporation to accept, transport and deliver , wages to be paid has been left to the parties to determine by 

freight and property is that the persons heretofore in their | contract, express or implied. If the power exists at all to 

employ handling freight refused to perform their work un- | change the law in this regard, such power rests 1D the legis- 

less an advance of three cents per hour over the wages that | lative and not in the judicial branch of the government. : 

they have heretofore received shall be paid them by the | The questions presented upon the motion to quash the 
Pp 


respondent. 


Some of the questions presented upon this application are of | 


roceedings are purely legal, and do not involve the merits. 
The first question presented is, Will the writ of mandanus 


vast importance. The conflict that from time to time arises | issue on the application of the Attorney-General to compel 


between capital and labor presents the most serious and diffi- | 


a common carrier to discbarge his.duties as such? A fran- 


cult problem that the government at the present day has to | chise is a grunt of a right or privilege to an individual —~ 
solve. It is the duty of the Court to guard and protect to| dividuals or corporations by the government or soverelg 


the uttermost every right of the poor man who is compelled 
to support himself and family by manual labor, and when 
an opportunity presents itself and in a proper case this 
Court will not be slow to act in his behalf. But in this pro- 
ceeding it is powerless to aid him. The Court has not the 
power to prescribe a scale of wages. It has not the power 


to say that he shall work for $1.70 per day, or that his em- 
Hitherto the amount of 


ployers shall pay him $2 per day. 





power. The right to maintain highways, ferries, = 
bridges to facilitate communication between different parts 
of the state rests in the government or sovereign a. 
And these rights can be exercised by others only under 
grant or authority of the state. ‘cht to 
The state has conferred upon the respondent the rig nd 
build, maintain and operate a railroad for public use 1 os 
conveyance of persons and property for hire. It has a 
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DETAILS OF THE HARLEM RIVER BRIDGE. 





given it the right of eminent domain. The right to con- 
struct a road from and to the place or places named in the 
charter, the maintaining and operating of it for the public 


‘|use, pertains to the government, and the government is 


therefore interested in, and has the power through its Attor- 
ney-General to compel, the exercise of the franchises so con- 
ferred upon the respondent by the writ of mandamus, It 
has accordingly been held that the writ of mandamus will 
issue to compel a railroad corporation to operate the whole 
road as one continuous line (U. P. R, R. agt. Hall, 91 U. 8, 
Rep. 3438); to compel the running of passenger trains to the 
terminus of the road (State agt. Hartford and N. H. R. R. 
Co., 29 Conn., 538); to compel a corporation to deliver 
grain at an elevator standing upon the line of the ruad con- 
signed to it in bulk (Chicago, &c., R. R. Co. agt. People, 56 
UL. 365); to compel it to run daily trains (1st P. and B., 
New Brunswick, 667); to compel the replacement of a track 
taken up in violation of its charter (King agt. Severn, &c., 
R. R. Co., 2d Barnes and Adolph, 644); to compel it to con- 
struct its road across streams so as not to interfere with 
navigation (State agt. Northern R. R. Co., 9 Ritch, 247); to 
compel it to build a bridge (People agt. B. and A. R. R. Co., 
70 N. Y., 569). 

It is contended, however, that while the writ will issue to 
compel the exercise and discharge of those duties which 
belong to the state or government, and which are conferred 
upon the respondent by the {state, that it Iwill not issue to 
compel a common carrier to discharge his duty as such. One 
of the duties imposed by law upon railroad corporations is 
that of common carrier. The statute provides ‘‘that every 
such corporation shall start and run their cars for the trans- 
portation of passengers and property at regular times, to be 
fixed by public notices, and shall furnish sufficient accom- 
modation for the transportation of all such passengers and 
property as shall within reasonable time previous thereto be 
offered for transportation.” 

The right to become a common carrier of persons and 
property for hire does not pertain to or emanate from the 
government. Every citizen, without grant or license, has 
the right to carry persons or property from poiut to point 
within the state upon such terms or for such compensation 
as shall be agreed upon. The liability of a common carrier 
of property is that of insurer of the Peps. except in 
cases of loss or destruction by the act of God or public ene- 
mies. Ample and complete remedies are provided for the 
recovery of all damages that the shipper or consiguee may 
sustain through the fault or negligence of the common car- 
rier. In the case of the people against Susquehaana Rail- 
road Company (57 N. Y., 161) the Court of Appeals said: 
“The people of this state have no general power to invoke 
the action of courts of justice by suits in their name of sov- 
ereignty for the redress of civil wrong sustained by some 
citizens at the hands of others. When the people come into 
court as plaintiffs ina civil action, they must come upon 
their own rights for the relief to which they themselves are 
entitled. It is not enough for the people to show that wrong 
has been done to some one. The wrong must appear to be 
done to the peovle in order to support an action by the peo- 
ple for redress.” 

It has also been held that the neglect or refusal of a com- 
mon carrier to transport or deliver freight according to the 
law governing the duties of such a carrier isa private wrong 
to the particular —— or consignee concerned, and re- 
dressible by suit at the instance of such shipper or consignee, 
and that it is not such a public wrong as will authorize a 
suit by and on the part of the state. (People agt. Minor, 2 
Lansing, J., 396.) 

Morawetz on Private Corporations, at Section 496, says : 
“The duties which devolve upon railroad companies by 
reason of the exercise of powers conferred by the govern- 
ment for public purposes must not be confounded with their 
obliguvions as common carriers for hire. A railroad com- 
aes | is under obligations to the public to operate its line of 
road, because the road was constructed with the public aid, 
for a public purpose. The usual duties of a common carrier 
then attach by virtue of the employment in which the 
company is engaged. If the company neglects to operate 
the which it has built, this is an injury to the public in 
general, and redress can be obtained only through the state, 
by writ of mandamus. But the duties of a railroad com- 
pany as common carrier for hire may be —_ ys any 
person in jurca through the usual remedy, _. action for 
damages.” See also sections 486 and 487; a Ex parte 
Robbins, 7 Dowling’s Reports, 566. The case of the Feo le 
ex rel. Ohlen agt. the respondent’s corporation, repo 
in the 22d Hunt, J., 533, was decided by the General Term 
of this department. An alternative writ of mandamus had 
been issued upon the application of the Attorney-General 
on the relation of Ohlen, to require the defendant to 
receive and carry crude oil for the relator in its tank 
cars from a place called Carrollton, to a place called 
Weehawken Docks, on the defendant’s road, and 
the usual compensation for such transportation was 
tendered to the defendant company. The alternative writ 
was quashed at special term, and on appeal it was held that 
the railroad company wrongfully refused to receive and 
transport the oil tendered to it, but that the remedy of the 
party aggrieved was by an action at law; that such 
remedy was appropriate and adequate, and that amandamus 
compelling the company to receive and transpert such oil 
should not be granted. This decision establishes the law 
upon the question considered in this department, «nd this 
court is bound by it. 

lf a mandamus cannot issue upon the applicatios of the 
Attorney-General on the relation of the party aggrieved to 
compel the respondent to carry his freight, how can it ‘ssue 
on the application of the Attorney-General alone? From 
my examination of the authorities bearing upon the ques- 
tion, 1 bave come to the conclusion that the neglect or re- 
fusal of a railroad corporation to receive and transport 
freight tendered to it by citizens of the state is a private 
wrong, for which the citizen is entitled to recover in an 
action at law such damages as he has sustained ; that it is 
not such a public wrong as will authorize the issuing of a 
writ of mandamus. The writ of mandamus is a high pre- 
rogative writ, which will only issue to compel the perform- 
ance of a duty that is clear and distinct. It will not issue 
in dubious or doubtful cases. It will only issue when there 
is no adequate or complete remedy at law. There is still 
another reason why the writ asked for cannot be granted. 

The order to show cause asks that the respondent corpo- 
ration be required to forthwith resume the discharge of its 


| duties as a common carrier, and also forthwith resume the 


exercise of its franchise by promptly receiving, transporting 
and delivering all freight and other property as may be 
offered to or hereafter received by such company, &c. 

Section 28 of the general railroad act, as amended by 
chapter 133 of the laws of 1880, —— that every cor- 

ration formed under this act shall have power ‘‘to regu- 
ate the time and manner in which passengers and property 
shall be transported.” 

Under this statute a discretion is given to the corporation 
to regulate the time and manner for transporting the 
property that shall be tendered to it. Doubtless this discre- 
tion must be exercised reasonably and so as not to cause 
damage to shippers or consignees. This discretion seems to 
be necessary. Many kinds of oy wa A are presented for 
transportation: Some has to transported with great 
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despatch, as in the case of live stock, fruits, vegetables, and 
articles of a perishable nature. Unperishable freight must 
of necessity give wav to perishable articles. Again, large 
and unusual quantities of freight ofttimes are presented in 
a single day without notice to the cor 
time must therefore be given to enable the company to get 
its cars to the place of delivery and transport the same. 
The writ of mandamus, when it is issued, must clearly 
and distinctly state the act or duties which are by it com- 
manded to be performed, so that the party to wbom it is ad- 
dressed may distinctly understand what he is todo. If he 
fails or neglects to perform, an attachment will issue against 
him, to the end that he may be adjudged in contempt of the 
rocess of the Court. It is not in the power of the Court to 
ook into the future, and determine the kinds or quantities 
of freight that will be hereafter presented for transporta- 
tion, and by an order specify how and in what manner the 
same shall carried, or what kinds shall take preference. 
The motion to quash must be granted. 








Harlem River Bridge. 


The engravings this week corclude our illustrations of 
this bridge. 

Figs. 28 to 26 represent the construction and details of 
the deck spans and figs. 27 to 29 the same features of the 
riveted lattice approach spans, together with their flooring 
systems. 

Figs. 30 to 32 are a side elevation, plan and end view re 
spectively of the machinery for working the draw-span. 


The engraving represents an improved freight-car door- 
fastener to be used with a seal whenrequired. The general 
view shows it in the position it occupies when the door is 
vlosed, fastened and sealed. The horizontal part B of the 
fastener is attached to the freight-car door, and the vertical 
part to the door-post. The part D has two notches in it, one 
of which is shown at C, and the other is hid by the ver- 
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tical case, The latter has a bolt at the top which is shown | 
in a separate view on the l2ft of the engraving. This bolt 
engages in either one of the two catches in D, When fas- 
tened as shown in the engraving, the door is entirely closed, 
but if it is desirable to have it slightly open, to allow air to 
circulate in the car, the bar D is moved further to the right, | 
so that the bolt will engage in the catch C, | 

The seal wires are passed through the holes A A, as shown | 
in the general view, and also in holes in the projection shown | 
in the separate engraving of the bolt on the left. 

This fastening is made of malleable iron, it contains no 
springs; no staples, hasps or chains are required, and it can | 
be attached to any car. 
a padlock in the opening B. 


ration. Reasonable | 





worked quite successfully, preventing the water from com- 
ing through the glades at all : 

**On the crest of the grade a row of old railroad ties was 
planted on end, being placed 8 or 4 ft. in the sand or down 
to water, and an inch apart in the clear ; then a quantity of 
brush placed before and behind the ties, at first parallel and 
then at right angles to the sea, and sand thrown up outside 
of this to a height sufficient to prevent ordinary storm-tides 
from passing over it. The dike thus formed is 8 ft. wide on 
top and 15 or 20 at the bottom, and in this state is only, I 
might say, commenced. Werely on nature to finish it, as 
it has done already in several places, for every time the tide 
comes to the dike it leaves more sand on the ocean side, and 
every time the west wind blows it carries sand to the other 
side ; the result in a year or two is a sand dune more solid 
than its neighbors. 

“None of this work was done until the road was finished, 
and where the embankments were made across the glades, 
wooden boxes were placed under them for temporary drain- 
age. It was the intention to have all the diking done before 
the winter storms began, but as this was not accomplished, 
the necessity of having them, and the utter uselessness of 
box drains was shown by the banks being cut entirely 
away in several places, and the boxes carried a quarter of a 
mile intothe bay. About 7,000 ft. of dike have so far been 
built, and probably 600 or 700 ft. remain to bedone. The 
average cost is 10 cents per lineal foot. So the saving in not 
building bridges has been considerable, as they would have 
cost about $7 per foot. 

‘*T forgot to mention that the reason for placing the ties a 
small distance apart was to give free passage for the sand to 
| collect among the brush. The accumulative power of sand, 
| where there is anything to form a nucleus, is astonishing. 
| I have seen places where a few sticks and pieces of grass 
have collected in two years sufficient sand to make a bill 4 
or 5 ft. high.” 

Lost. 


Most everything gets lost sometimes. We have heard of 
men losing their heads, and of old ladies losing their spec- 
tacles. But the Mt. McGregor Railroad Company has lost 
a locomotive, somewhere between the manufactory in Penn- 
sylvania and Saratoga Springs. It was started for Saratoga 
a week ago, but has been led astray or got lost somewhere, 
and all efforts to trace it thus far have been unavailing. If 
anybody happens to run across a stray locomotive will they 
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be so kind as to forward it to its friends in Saratoga ?— 
Saratoga (N. Y.) Journal. ; 

The weather on the Southern Pacific Railroad through 
Arizona is moderately warm this season. Ina sleeper over 
that route the other day, not aman, woman or child wore 
anjthing during the day but their night clothes. If the 
warmth of the climate continues, it will get so during Au- 
gust that the passengers over that line will cut their costume 
down toa coupon ticket and a plain gold ring.—Tombstone 
(Arizona) Epitaph. 





Transportation in Congress. 
In the House on the 27th: 
The following bills were called up and passed: Senate bill 


It can also be securely locked by | authorizing the construction and maintenance of a bridge 


| across the St. Lawrence River, and Senate bill granting the 
| right of way for railroad purposes through the land of the 


These fasteners are manufactured by E. J. Brooks & Co., | United States powder depot near Dover, N. J 


No. 10 Courtlandt street, New York. 





THE SCRAP HEAP. 


Protecting Sand Embankments. | 


The following is an extract from a paper recently read 
before the Engineers’ Club of Philadelphia, by Mr. C. | 
d'Invilliers, on the building of the Philadelphia & Long | 
— road through the sand of the New Jersey sea | 
s : 

“* A cross section of the beach would show first a gradual 
upward slope from the sea towards the bay, for ieee 100 | 
to 300 ft., until an elevation of from 15 to 25 ft. is reached: | 
this elevation being the summit of what are known as sand | 
dunes. The slope is then downward, at first abrupt, and | 
on poe, - the bay. * - | 

“The san lunes are broken quite frequently, leaving | 
the gaps called glades, through which the a4 "passes at | 
storm-tide, and even in some cases at ordinary high water, | 
The crest of these glades is generally 8 or 9 ft. above tide. 
Over this the water comes perhaps from 1 to 3 in. at ordi- 
nary high water and 3 to 8 at storm-tide, and having a | 
downward course towards the bay, the volume rapidly ac- 
cumulates at each succeeding wave, so that before reaching 
pod railroad it becomes a running stream 18 in. or 2 ft. 

‘It was at first proposed to build pile bridges over all these 
- but, as this was expensive and the glades numervus, 
the following much simpler plan was adopted, and has 


_Mr. Deering (Iowa) called up the Senate bill granting the 
| right of way for railroad and telegraphic purposes to the 


— | St. Louis & San Francisco Railroad; Company through the 


| lands of the Choctaw and Chickasaw Nations of Indians. 
This measure provoked considerable discussion, and finally 


| Mr. Buck (Conn.) offered an amendment providing that the 


act shall not go into effect without the consent of the Choc- 
taw Nation. Lost—yeas, 43, nays116. The bill was then 
passed. 

In the House on the 31st: 

A bill was passed granting the right of way through the 
Papago Indian reservation to the Arizona Southern Railroad 
Company. 


Weight in Detail of Boston & Albany P 
g i ato &: Ibany Passenger Car 





Persons who have had anything to do with designing 
cars, or estimating their weight and cost, know the use 
which can be made of the weights of the different parts, and 
how much such data facilitates the making of estimates. 
The following complete lists of the parts of a Boston and 
Albany railroad passenger car, which has been furnished by 
Mr. J. M. Ford, who is an assistant to Mr. F. D. Adams, the 
Master Car-Builder of the road named, will, it is thought, 
be of much value to our readers if they will preserve it for 
future reference. Of this list Mr. Ford says: 

*‘ This car has four-wheeled trucks, is 57 ft. long, and 9 ft. 
3 in. wide outside of sills, and seats 76 persons, The weights 








given are actual finished weights. The finished sizes of the 
lumber have been figured up and pieces weighed to deter- 
mine the weight of each class of lumber, and the total weight 
as shown here agrees within about 100 lbs. of the total 
weight as given by our platform scales, when the whole car 
was weighed. I give herewith the principal pieces of tim- 
ber-finished sizes:” 


BODY. 
a 
ounds, 

2 hard pine ——* in.x71g in. x57 ft. 
ihe " middle 

GM ieccigtoscssss 41 in.x6%4 in. x57 sft. 
= ‘* plates.... 234 a ft. 
: eee oe OE canes 8l¢ in.x 56% ft. 
'2 oak end sills........ 6 in.x7%in.x 9 ft. 3 in 
2 “ cross frame tie 

vi See ncr 24 in.x10 in.x 9 ft. 3 in. 
2 oak safety-cham 

planks...... deine an 24in.x7 in.x9 ft. 3 in. 
4 oak platform center 

QUOI. 6 oc ccscerdocige 4 in.xl0 in.x13 ft. 6 in. 
4 oak platform side 

OPMNG 6.6.5 «5.55 00000: 316 in.x10 in.x 4 ft. 
4 oak platform side 

arms, short........ 2 inx6 inxz 2 % 7 in. 
2 oak platform end 

ere 7 in.x8 inx 8 ft. 6 in. 
2 oak platform stirrup 

Pas cinta sb 4:0 se000 2\¢in.x6 in.x 1314 in. 
2 oak platform truss 

Baer 6 in.xll in.x 26 in. 
2 oak platform mete 

spring beams......6 in.x81¢ in.x 114¢ in. 
2 oak platform hanger 

spring blocks.......5 in.x5}<¢ in.x 11} in. 
4 oak body cross-tie 

POOR Ks 5c0senccnen 2\¢ in.x6%in.x 4 ft. 4 in. 
4 oak body cross-tie 

pieces.... pageeae ae 214 in. x6% in.x 10 in. 


96 ash window posts..114 in.x3in.x 7 ft. 
8 ash corner and door 


DOM so n500, scccveeet in.x? in.x 7 ft. 
42 ash carlines....... 1 in.x2 in. 
Total weight of lumber in car, except sash and bliads 
(and these are given elsewhere)............eeeeee0% 13,681 
1 fire extinguisher, 1 axe, 1 saw, 1 crowbar and fix- 
GAPOR GUE BAGO COTS is. kiko nis oct cds ssaecedeeas 110 
CASTINGS. 
Pounds. 
16 window stools (size of glass 34x20)............ 112 
28 2 “ ine: eresrrete | 
D Grcse-POd Carn DUCKIE oso os cvccncdesevesssess 11 
2 B_ 83 box for brake connection............... 5 
2 B édeap “ - . ge ee 4 
12 B 15 base-washers for platform railing...... 12 
2 B 92 boxes for upper end of brake-shaft.... 2 
2 B 93 bushing for brake-shaft........ ... .-. 7 
2 B 94 fe ‘* Miller buffer. bar........... 7 
2 B 95 spring seat for Miller buffer-spring..... 17 
2 B 96 plates for coupling-pin, Miller platform. 2 
2 B 98 bracket to bold rear end of coupling- 
spring, Miller platform.............. 7 
2 B 99 guide-plates, Miller platform........... 4 
2 B 100 wedge for Miller platform lever........ 5 
4 B101 box " - oe ameenaee 9 
2 Bjl02 stop for draw-head, Miller platform.... 51 
4 B 108 draw-head side castings, Miller plat- 
EM cs icnnxvaaasinvacnenecnentace™ Pree 
4 B 104 draw-head follower, Miller platform... 66 
2 B105 os hook, - - - +264 
2 B106 an had) ** = iJenee 
2 B107 * Pa eS i 3 
2 B108 “ Ke a Oe os oe’ Soe 
2 B109 Ks e * - <n 
ee ES SE eee ee ee re ere eee 68 
2 B 126 center plate for double iron transom.... 68 
18 B 186 ventilator frames............seeesesee0 20 
2 B 152 round corner eaves mouldings, R. H.... 49 
2 Bi153 ‘* sis 9 - bb. B.... 49 
1 Pe Wiad esciterscdasceccancee 30 
,c i OD MW is weekeacesaccenssan 12 
Ss 2 ae NE ft atcccseawncuxkalcen 2 
SB. (CO Be Cre FOd DEMING. s 6 boccsccccssaccisnce 20 
Total weight of castings............sccesescces 1,205 


BRAKE CONNECTIONS, LEVERS, ETC 
6 pieces to carry brake-bale..21¢ in.x}f in., iron 33 
gf “ 5 


2 brake-bales, round.......... % in. 
2 brake levers for automatic 
RNIB San snke as cnescncaas 8 in.x8in. ‘ 33 
2 brake connections for auto- 
ee Ser 24 in.x%in. “ 8 
brake connections for auto- 
matic rod, round......... % in. “5-138 
2 equalizer brake levers......8 in.x%in. *“ 39 
1 equalizer brake lever 
MOE. 65s cccncsscveeeaee 1 in.x%in. “* 11 
2 automatic brake cylinder 
ME 6 iicswsknistacebin 1Xin.x¥in. “ 9 
2 brake connections, two 
ae |: | eee ree % in. “ 20 
2 brake connections, one 
fork. one eye, round.... % in. = 28 
forks on conneciions.......244 in.x% in. ‘“ 14 


2 brake connection rod-eyes, 
Cee ee ¥% in. ” 6 
brake connection rod-forks 2 in.x%in. ‘“ 7 

2 center brake connections, 


NG ia as sanbeeeacasese 5¢ in. - 26 
2 center brake connection 
Serer rrrs 2 iuxkin. “ 14 
Total weight of brake connections, etc......... 258 
DOUBLE IRON TRANSOM. 
4 upper side pieces........... 4 in.xg in., iron, 241 
4lower ‘ OTe ica eames 4 in.x%iv., “ 360 
4 cross-beam irons, 5 in. high, 
8 ft., 91¢ in. long......... 155 
4 cross-beam irons, 4 in. high, 
3 %., Sin. long... «00 146 
4 end pieces, welded on......3 in.xin., ‘‘ 41 
a os we SS eacene 2 inx%3gin., “ 10 
24 wrought washers.......... 1K in.x¥in., ‘“ 3 
DOME, TOG 6. 65.. o05:00sc0000 &% in. ~is 40 
4 pieces steel for friction.....2¢ in.x}gin., “ 14 
24 pieces gas pipe, *4 in., for 
SOG Ce Bs asa s cus csanes 7 


Total weight of double iron transom, except 
center plates (see castings for center plates). . 1,017 





2 king bolts, round.... .......184 in. iron, 50 
4 floor plates over transom....24¢ in.x Win, “ 14 
4 safety chain eye-plates......3  in.xl in, “ 16 
26 side and end rods from 

plate to sill, round....... 3¢ in, * 136 
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4end rods from plate to sill, 


FOUN c2ks00 005s aeabiikinas 5 in. “« 38 
eee % in. « 18 
_ fe  Nedanigren seamen 46 in. ae 
12 hoop-rods, round.......... 1g in. “ 24 
2 body truss-rods, round...... % in “ 234 
4 body truss-rod posts, round. 176i in. * 10 
8 square washers............. in.x}{ in. ~ 8 
1 set hand ne on me" 
Psidediant o<se0tseases 5¢ in. “« 12 
D ORF o0.0:5:00:0:9000s00000000 1% in.x%¢ in. * 212 
23 feet Norw ay iron.... 36 
key bolts, % in. and %& in... 12 
4 jew. window SUMNGE...000005 3¢ in 4 
WROUGHT-IRON MILLER PLATFORM. 
2 draw-hook carrierirons4 in.x % in., iron, 40 
2 draw-hook carrier irons 
IDNEP.. 2.006 testes’ Se tm * 18 
2 platform braces for B 
102 casting, round..1 in. - 14 
2 platform bolts for B 
102 casting, round..1 in. . 9 
2 platform buffer-plates.8 in.x Yin. “ 15 
2 platform buffer-bar 
OID sce tanressaas 8 inx2 in. “ 42 
buffer- bar shank....... 3 inx2 in. “ 72 
stem, round.1%¢ in. “« 16 
— 130 
2 platform coupling hooks8 in.x 26 in, ‘“ 69 
ne “ 4 in.x %in. ‘180 
" “ 4 inxlyin. “ 81 
coupling hook rivets, 
Se ere in. 26 
coupling hooks........ 4 inx %in. “ 68 - 
—- 374 


Coupling-hook castings are included in casting list. 


2 platform uncoupling 


WINS 5 5a nne iene tiniwes 214 in.x % in., iron 40 
2 platform coupling hook 
spiral springs...... 52 
2 platform buffer- bar 
ae 61 
2 platform coupling: -hook 
side springs........ 66 
2 platform buffer-bar 
WREMOTS 5065. ccccees 3 in.x YY in. 3 
2 platform  buffer-bar 
RRR oe rete 14 in.x ,, in., iron K 
2 platform  buffer-bar 
sey rings, round..... Yin - 4 
2 platform lever chains.. }¢ in. ea 7 
2 platform chafing irons.2 in.x in. “ 14 
2 platform lever pins, 
ee ¥% in. steel, A 
2 platform guard irons 
for brake ratchet....244in.x 4in., iron, 
2 platform brake-shafts, 
PONIES ccsb ide cnccsess 114 in. cs 46 
2 platform brake-straps..244 in.x %in. “ 26 
2 platform double check 
chain hooks.......... 24in.x ¥inw * 22 
2 platform coupling safe- 
ty chains, plates.....3 in.xx %in. ‘ 22 
coupling safety chains, 
hook, round......... 1% in. - 
coupling ened chains, 
WEEE Ales cua teececues ¥% in. “12 
— 42 
2 platform shackle pins, 
IE Eee. %¢ in. 42 
2 platform shackle-pin 
chains, round........ 1 in. 10 
2 platform  shackle-pin 
IRS ica sannaenacas 2 inx kine 4 
8 platform hook rods, 
On OER e 54 in. “ .110 
platform hook rod 
IND tin cieweksacictane 2 inx Sin. “ 20 
platform bolts, round.. 84 in. os 32 
{ platform rods, round.. i in. M5 36 
4 - 46 in. ” 10 
2 7 brake chains, 
WORD cs cesaccaccsces in. ‘95 12 
2 platform hand railings, 
ee é in. “140 
2 platform hand- ieee. 
ratchets, etc......... in.x 1¢ in. - 30 
2 platform lever guards, 
a er % in. e 5 
16 platform step rods, 
PR sac ccnsecriccense é in. & 16 
16 platform step rod 
Ses 1\in.x \ in. - 61g 
2 platform lever wedge 
MOR nica waiened enw 3, in. = 1 
2 platform lever pin 
I vic bn: s5's ocn'eeisias in. - 1 
2 platform hand railing 
CNN inns scans ity in. = 3 
Nuts, nails, screws, etc.. 595 


Total weight Miller platform, 





Sie, DENS OI Eiki oi once ckdcccide ona 


TINMAN’S STOCK. 
416 sheets tin 





7 wire door panels in heater room.............006 2 
SE ES <n aise coun deheneanscesAcbenste 2 
Sheet copper saloon floor........ ...sssseeeeeee 20 
ROE ROA, . ...<.ccccuneadecmanessmsab ena eu 158 
Cpe en En Ee a rr aE 30 
English sheet iron for hoods, etc............... 130 
WN I ao vss pascaseaneeacsdesmenume a 
SONNE MRI MRI 556 1 5's0.0ca occ os se.ensaceas 6 
PRE I, MIEN os fone sct ccscsseascadaucecce 10 

20 5-in. globe ventilators....... ER 3 ee 42 

Total weight of tin stock................0..06- 
PAINT STOCK AND VARNISH. 
SEATS. 

34 rev. buntin seat ends, complete.............. 1,272 

: *: -hand corner seat ends, complete scien . 34 

Dleft 


38 seat backs, complete 
34 Creamer foot-rests 


Total weight of 38 seats, complete........ 


eee eee eee eee eee er) 


METAL TRIMMINGS, ETC. 


10 Williams & Page new style side eee. eoee 


bs hat racks............ 
9 bell —— hangers. . 
sash lifts 


every 34 
38 cushions, seat rails and feot rests, complete..1, — 


eee eee ee eee eee ee eee eee) 


212 


eeree 





822 


858 
201 


3,224 









Total weight of body........ 


















44 sash locks.......-..++++ 056050460 0b 0056 o. ah 
44 upper blind + ge bsbsewaseneess bweeWaes eee 54 
441ower ‘ 5.8 
44 blind bolts.......... 6 
92 blind bolt thimbles... 14 
1 8-in. stovepive ring t 1 
1 7-in. f 
OB sash StOps....2. ssccccccscccscccccecs joins Oe 
2 heater door catches and plates........ Saeed 1 
18 inside ventilator registers..............++. 54 
4 long Creamer end ventilators............... 68 
2 deck sash catches......cccccecceecscvece cao? 
' ow S MN x640 56400050000 009 00008 sini 8 
4 bell cord bushings CNT 1-2 NERS SPE Ne ee 8 
“i in hood....... esaseeaawas - 18 
3 ccntatl plates. ......... oeseeercecasegeces 4.8 
4 platform gates Wie Spb eens Cres esennees deen 123 
— 1 
5 outside door locks. . 10.6 
lsaloon ‘“ ° 4.8 
1 sash openmer.........-.se0e iidseabhoneghaae 6 
1 wartennd BAMA. o.oo. cc ccccsccccccccecvcseese 8 
6 right-hand outside door butts, 3}¢ in.x3igin 4 
6 ” saloon and heater 
door butts, 31% in.x2}¢ 5 
6 left-hand saloon and heater [ Piet onee tee 
door bolts, 3144 in.x24, in. 
2 outside door notice plates.........-....0000+ 3.8 
1 porcelain hopper........ bisaneesehavetbeowiad 23.8 
1 i WIND 000.056 02c0000008 koe: eaweeiee 9.8 
2 butts, 284 in.x2 in. for hopper COVEF.....006 4 
529 ft. metal weather strips.................+ 17.4 
2 dome sash pulls, with 2 pivots and plates. . 8 
88 steel sash s FINQS........ sseeeee 1.8 
176 steel blind springs. . . 8.4 
1 bell cord and couplings 1.8 
Total weight of metal trimmings.......... winnie 572 
1 Baker heater complete............ ocencenece 1,273 
TREE GN DOE i 010:0.560606006 sc enesasceere - 212 
— 1,485 
1 automatic brake complete............+++ Neon 453 
WINDOW SASHES. 
28 sashes, with glass 34 in.x23 in., body of car.434 
+ 341i in. x20 i in., “é “ “ 192 
1 light glass, 11 in. x38 in., plate saloon door... 11 
1746 in. x38 in., plate outside door. 33.8 
i light glass over water closet.......... .sseee 6 
42 sashes, with glass 24 in.x7 in. in dome...... 63 
44 upper blinds......... Gaonsttkepsevunssee aeas 33 
$4 LoWer THRINB es oc cicccisccccsccvcsees etree 33 
805.8 
GLUE, BURLAP FOR LINING PANELS, ETC. 96 


ian «++ 26,916.2 
WEIGHTS OF A SET OF TRUCKS OF THE MASTER CAR-BUILDERS’ 


STANDARD PATTERN, EACH WITH FOUR 42-IN. WHEELS, 
AND 7-FT. WHEEL-BASE. 
Rough size. Feet. 
2 oak back end 
pieces.......41¢ in.x 614 in.x 7ft., 6 in., 36 
2° oak fron 
end pieces..444in.x10 in.x 7ft.,6 in., 56 
4 oak wheel 
saps 5 in.x 9 in.xl2 ft. 180 
8 oak safety 
ieces ...... 3 in.xl0 in.x 5 ft. 100 
4 oak transom 
pieces...... 5 in.xlO0 in.x 7 ft. 116 
3 oak bolster 
pieces......4 in.xl0 in.x 6 ft. 80 
20 oak bolster 
cross-pieces.1}gin.x 7 in.x 11 in, 16 
4 oak bolster 
cross-pieces.2 in.xl0 in.x 19 in., 10 
8 oak bolster 
cross-pieces.2 in.x10 in.x 6Y4in., 7 
4 oak spring 
plank pieces2!¢ iv.x 6 in.x 6 ft. 30 
4 oak sprin 
plank 
pieces ...... 4 inx 7 inx 19 in., 14 
2 oak spring 
plank center 
rail pieces..24%4in.x 7 in.x 18 in. 74 
4 oak brake- 
beams...... 4 inx 8 ft.x 6 ft. 4 
FINISHED SIZE. 
2 oak back 
end pieces. .3% in.x 5% in.x 7ft., 1 in., 94 
2 oak front 
end pieces. .3% in.x 53in.x 7ft., 1 in, 94 
(crooked in center 
4 oak — 
ieces.......44¢ in.x 83¢ in.x11 ft., in., 520 
8 oak safe 
pieces....... 24inx9 in.x 4ft., 9 in, 260 
4 oak transom 
pieces....... 4\¢ in.x 9Win.x 6ft., 7 in., 335 
4 ouk bolster 
pieces....... 34%in.x 9 in.x}5ft., 6 in., 190 
20 oak bolster 
cross-pieces.14{in.x 6 in.x 11 in, 40 
4 oak bolster ; 
——. 14g in.x 9 in.x 19 in., 24 
8 oak ; 
cross-pieces.11¢ in.x 9} in.x 6% in., 14 
4 oak spring 
plank pieces2 in.x 5 in.x 5ft., 8 in, 65 
4 oak spring 
plank rail 
pieces.......34¢in.x 6 in.x 18 in., 35 
2 oak spring 
plank center 
pieces....... 2 inx 6 in.x 18 in., 11 
4 oak brake- 
beams...... 3% in.x 7 inx 5ft.. 7 in, 170 
8 45-in, Allen Fe vad wheels, steel tires....... 8,176 
4 Master Car ilder standard steel axles. 1,528 
8 Pe - TASSES........ 78 
4 elliptic body springs (on bolster)............ 1,253 
8 spiral equalizer-bar springs............ ES 37 
Paint stock and varnish.............+sese+ 32 
8 gals. black oil....... oe Se ere pre 60 
MD, kicks Shunintpedance bass eek beep kaviee 12 
2B 21 cast center sa bbeehenee tena ane 54 
3B 28 “ side bearings.................+ 64 
8B 30 equalizer-bar spring mg weer 96 
J ¥) Beet 2k Oe 96 
16B 40 “ transom and bolster hile os 
Gis occ ccceweses seKeces 
8B 42 “ boxesfor swing motion hangers. 44 
8B 61 “ suspension x for e- 
WP ccandsceces g6s006ensi- 14 
8B154 “ 42-in. wheels.......... 1,016 
8X 2 ‘* journal boxes........cscsceeess 472 
ox 86 « = ing keys...... 48 














Total weight of car.:.......... 


8B170 cast brake shoes, 42-in. wheels...... 184 
8C 35 rake heads...........-ssssees . 152 
2B182 “ brake fork, right-hand.....:... 17 
2B183 “ * left-hand...... ‘se 17 
8B186 “* swing neuer axle bearing..... 59 
8B173 “ washers, %-in. bolts, for tran- 
GUNN ons adondisahs 04 paseecas 3h 
24B188 ‘* bevel washers, 5 in. bolt, for = 
brake-bear and corner iron.. 12 
16C 80 ‘ washers, }<-in. bolts, for safety 
CC rier re 4 
32C 81 ‘“ washers, %- ‘in. bolts, for wheel 
and end piece and transoms. . 18]% 
8C 15 “ washers for wrought-iron jour- 
nal box covers..........00.4. 4% 
32 ni, 3 8¢ in.x 414 in. center-sunk heads for 
EE eer 5 
32 — i in. x 514 in., center-sunk heads for 
Saekansedhaphssneesboseessaeeetile 5h 
16 bot te fi in.x5 in., square heads for brake ad 
TAMER. 0000 oes eeere ress eeeesses cess ence 58 
16 baits, 14 iu.x5\4 in., square heads for brake 
safety DADGETS.... 022.2222 eseesessovereee 6,4 
8 bolts, *¢ in.x8 in., square heads for fork on 
brake beam b5'00.00908000ssbe0s0eseesesises 4s 
16 bolts, 3¢ in.x16¥ in., square “heads for 
Wiis bcaaeaeedeanas 254 veeeere Renee 16 
2 bolts, 5¢ in.x3¢ in., square heads for brake 
SOVOED « 00000000000 0senecesererveseesececes 1 
8 bolts, % in.x5 in., ae heads for safety- 
GCROER OFOB..» o- 2000000008 scccsccocceevere 4% 
36 bolts, 86 i in. x6 in., square beads for wheel 
piece and — Ih cal. cose shcnns 25 
16 bolts, % in.x9%{ in., square heads for wheel 
piece and sabi vale Peebeevecsoveecoece 16 
8 bolts, FA in.x104 be - cgure heads for ped- 
De eoccoecsee eopecocegerereoeeneoorce 88 
8 bolts, 96 j in. x11 in., square heads for corner ” 
sukeanegts s0ebseun eeeeEstbbake 10 
32 bolts, i in. xi0% in. , Square heads for ped- 
estals, safety hangers and corner plates. . 384 
16 = in.x2l¢ in., square heads for ped- 
REIT rte tit re bf 
8 bolts, » 26 i in.x14 in., square heads for corner = 
kinda) aesneener. ch oksones anskeaseeeks 10 
4d ey y in.x10¥f in., — heads for bol- 
ster side DOAFINGS.... 0000+ eeeseesevecees 4 
16 bolts, % in.x9% in., square heads for joint 
whee piece and transom be bnseseesessewes 15 
8 rods, % in.x5 ft., 114 in., safety-beam tee- 
9000000000 0600605 0000 00 00e RC CC 2OCeCCC8 43 
4 rods, % in.x5 ft., 1044 in., brake-beam 
ID 6 55.6.005.40602008 05000000 b0aee 20 24 
8 _ 5¢ in.x9l/ in., brake suspension loop- 
schdep sin-naoe0e0n80ngsesentunsse pees sees 14 
8 rods, % in.x71¢ in., brake loop............. 28 
8 8 in,xl'¢in., brake safety strap........... 60 
brake suspension loop washers............ 5 
© Re MIU I is oo nono 0c 5000s cesnccecees 10 
2 lower brake connections with two forks.. 40 
B DEB) LOVE BUG. occ ccccsccceccccencccces 24 
: = os ” with holes for dead lever 24 
ae - Mich ebbityesdus shah sadaaencbobe 33 
i Oy eedbceees bap seaneersarbdhveriesn 26 
8 axle safety straps i awhs days seddudeudaebesine 22 
8 brake sprimgs.........02++seeeeeeeeeeeeeees 40 
8 swing hanger axles, IE, sins 2 n0ciseezesx 9 
4 lower, under spring 
plank........+++ 88 
: swing hangers...........-.-++. 104 
4 pedestal tie bars 162 
8 square washers for end of bolster.......... 2 
8 bolster spring seats, 5¢ in.x3?¢ in........... 158, 
4 1 in.x6 in. studs, with nuts and washers for 
bolster truss-rods.........seeessssceeseees 9 
8 1 in.x4} in. studs, with nuts and washers 
for transom truss-rods..........+...+.++. 15 
8 x3 “ “we 2% in. clasp washers for safety piece 
Lesaadersukegendincnb bine saeoevephaarn 3 
2 ae in "x31G g in. wide iron support to front end 
capesdadbes dGhen wesnesgs bedebten tebe 32 
4 truck s safety chains, with hooks, % in...... 42 
4 ** long link, in. 54 
8 corner irons, 3 in.x31¢ in., iron............ 72 
4 bolster truss-rods, %; in.xd ft., 10/4 i eee 35 
: transom Ki in.x7 ft., 4 im........ 57 
8 journal- -box cover tone 8 in. 8s vin Caceese 3x 
8 SF QTc 08200002 ° 1s 
8 “ SicseabMab hese sy. cuakeaes oe 16 
4 14 in.x6 in. carriage bolts, to bolt iron sup- 
port-plate to end piece..........-s+ssee0. 142 
8 % = pins on equalizer bars pane ensepeeseens 3 
83 oe) Sebeeeh Feed bmane 1 
3 See bolts and 3 Ecco ncasereeevneeenenae 1¥, 
2 pin chains and staples for back levers ee tae 25, 
108 wood screws, 244 in.x20 in.; 24 wood 
screws, 1 in. (hacen Ziel ated 5ys 
64 wood screws, 1% in.x20 in.; 16 wood 
Srews, 156 GA.BS Pies ccccccecccesisvees 2% 
16 pieces rubber, brake pipe................. 2 
64 8 im. washers, 63 3¢ in. nuts, 56 % in 
OUI ihn 4 5.4555500500004 bbntesss nee 6,8, 
56 1¢ in. nuts, 6 Ibs. ; 232 % in. nuts, 484¢ Ibs. 54,8, 
8 &% in. nuts, 3 lbs. : 8 % in. hexigon nuts, 4 
Di si condtabtdohaesstsaesesacdeeg sheusess 7 
BS 54 in washers........cscccscscesecrerceces 215 
4 equatiner DATS... .cccccccccccsccscccceccces 952 
Total weight of trucks.............sceeeees e+» 18,2334, 
RECAPITULATION. 
BODY. 
I gs css dbenss én beesoune><euetas 13,681 
I A... 52k du deknensar sds anreencadal 1,295 
WEOURNE IFOM, C6G0...000cccccccccee coos 4,135 
Tin Riccswnsveesesapesscesssnssicens 858 
Paint stock and varnish................ 201 
eee ee a ccc ciacebasbe 3,224 
Fire extinguisher, etc..............+.-. 110 
Metal trimmings -« 572,10 
OE eer 1,485 
Automatic brake...............0+. cocee |e 
Sash and blinds, etc.................4. 901.8 
Total weight of HORy....ccccoscecscccccessecs 26,916.2 
TRUCKS 
TAMDST.... 2 co cscccccccccccesecssoccccese 1,852 
bo 5cd ceeded huddousecenahbesewts 8,176 
Ase eer Te ec rr rr 1,528 
UD 2 np 6008.4000 0060 0crernened +s tees ,623 
foe nuts and washers............++.++ 2,401% 
CINE. 6 oc dciscscicsedoccvec ... 00808 2,461 
eer reer rrrey eer 78 
Paint, oil, waste, wood screws, ete..... 118), 
Total weight of trucks................. +++ ee18,2338.3 


45,1498, 
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EDITORIAL ANNOUNCEMENTS. 





Passes.—-All persons connected with this paper are forbid 
den to ask for passes under any ‘circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Addresses.— Business letters should be addressed and grafts 
made payable to THE RAILROAD GAZETTE. Communica- 
tions for the attention of the Editors should be addressed 
EprroR RAILROAD GAZETTE. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observation, such as changes in railroad offi- 
cers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
important improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement. Discussions of subjects 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
pecially annual reports, some notice of all of which will 
be published 





Advertisements.—-We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
uMNS We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers. Those who wish toe recommend their inven- 
tions, machinery, supplies, financial schemes, etc., to our 
readers can do so fully in our advertising columns, out it 
is useless to ask.us to recommend them editorially, either 
for money or in consideration of advertising patronage. 








COAL-BURNING IN LOCOMOTIVES. 


Notwithstanding all that has been written on this 
subject, and the numberless investigations which have 
been made, it must nevertheless be admitted that the 
whole subject is still very imperfectly understood by 
those who are either practically engaged in burning coal 
or who have the supervision of the means and the men 
by which it is burned. The chemical processes of 
combustion are, it is true, tolerably well understood, 
and are explained with more or less clearness and 
completeness in numberless treatises and text-books: 
but the difficulty is that we have no appliances yet for 
carrying out the processes which produce perfect com- 
bustion of coal. To quote from Holley’s American and 
European Railway Practice: 

“A ton of 2,000 Ibs. of average bituminous coal contains, 
say 1,600 Ibs., or 80 per cent., of oxygen, nitrogen, sulphur, 
sand and ashes. But if this ‘coal be coked, the 100 lbs. of 
hydrogen driven off by heat will carry about 300 Ibs. of 
carbon in combination with it, making 400 lbs., or nearly 
10,000 cubic feet. of carburetted hydrogen gas. 7 eS 
Thus for every 2,000 Ibs. of coal, we have, say, 1,300 lbs. of 
solid carbon and 400 Ibs. of carburetted hydrogen to be 
burned—the remaining 300 lbs. being waste—partly gaseous 
and partly solid.” 

If such coal is subjected to a temperature of about 
1,200 degrees, carburetted hydrogen will be generated 
and expelled from the coal, so that if a shovelful of 
the latter is thrown into the fire-box of a locomotive 
with a bright fire evenly spread over the grate, and a 
few inches thick, the carburetted hydrogen will unite 
with the air which passes through the fire and will be 
burned without smoke. If, however, a dozen or 
twenty shovelsful are thrown on at once, a great deal 
of smoke will probably be produced. Now, why does 
this occur in the latter case and not in the former? 
To explain this, let us investigate the process of com- 
bustion in detail. 

As stated before, if a shovelful of bituminous coal 
is thrown on a bright fire, as soon as it becomes suf- 
ficiently heated, carburetted hydrogen will be gener- 
ated. If there is enough air above the fire, within 
reach of the escaping gas from the coal, the gas will 
be burned, provided the temperature is high enough to 
keep it lighted. But, inasmuch as the oxygen of the 
air has more affinity for the hydrogen of the gas than 
for the carbon, if there is not enough oxygen to com- 
bine with both, it will by preference, as it were, unite 
with the hydrogen instead of the carbon of the gas. 
Now it so happens that carbon will not remain in the 
gaseous form (excepting perhaps at enormously high 
temperature) uncombined with some other element. 








drogen of the gas, the carbon will be left free, and will 

at once assume a solid form, or become lampblack or 

soot. It is this which gives the dark color to the prod- 

ucts of combustion, which we then call smoke. _ If 

there is enough air above the fire for both the hydro- 
gen and carbon of the gas generated from the fresh 

coal, it will be burned without smoke, provided the 
fire is hot enough to keep the gas lighted. 

If a large quantity of coal is thrown on the fire at 
once, a greater quantity of gas will be produced, and 
therefore more air will be required above the fire to 
effect complete combustion; but, at the same time, 
the fresh coal will obstruct the passage of air through 
the fire, so that the quantity admitted will be dimin- 
ished at the time when the most isneeded. Therefore 
if much coal is thrown on the fire at one time it is 
quite certain to smoke. 

To get over the difficulty of an insufticient supply of 
air above the fire, openings are often provided which 
will admit more or less without passing through the 
fire. This is, however, attended with several difficul- 
ties and some disadvantages. Unless the quantity 
which is thus admitted is carefully regulated, it will 
reduce the temperature above the fire so much that 
the gas which is generated will not remain continu- 
ously lighted, and will thus escape unconsumed. 

Next, it is difficult to bring the air which is admitted 
above the fire in contact with the gas, so that they 
will combine with each other. If they are not thus 
brought in contact they will pass through the fire-box 
in separate currents without combining. Third, in 
some conditions of the fire it ts not necessary to admit 
any air above it to produce perfect, or approximately 
perfect, combustion, and at such times all that is ad- 
mitted not only does not promote combustion, but, by 
lowering the temperature of the fire-box, diminishes 
the amount of steam generated. 

After the carburetted hydrogen is expelled from the 
coal, what remains is coke, which is almost pure car- 
bon, mixed with more or less impurities, such as sand, 
ashes and cinders. Coke may be burned in either of 
two ways. If there is an insufficient supply of air, 6 
parts of the carbon will unite with § of the oxygen, 
and 4,400 units of heat will be evolved for each pound 
of carbon that is burned; or, if there is enough air, 6 
parts of carbon will unite with 16 parts of oxygen and 
develop 14,500 units of heat for each pound of carbon 
burned. If then the passage of air through the fire is 
obstructed by throwing fresh coal on the fire. not only 
will the carburetted hydrogen which is distilled from 
the coal be imperfectly burned, but there will also be 
a wasteful combustion of the coke. 

In order to separate as distinctly as possible in our 
minds the two processes which take place in a fire- 
box, let us suppose that the fresh coal, instead of be- 
ing thrown directly on the fire, is put into retorts, of 
say the size and shape of a soda-water bottle. Ifa 
few of these were thrown into a bright fire, as soon as 
they became heated to a temperature of about 1,200 
degrees, carburetted hydroden would begin to escape 
from the mouths of the retorts, and, as explained 
before, if there was enough air present, would be 
burned without smoke. Suppose, though, that instead 
of a few, one or two hundred such retorts were thrown 
on the fire. The effect would be that the passage of 
air through the fire would be obstructed, and next the 
temperature of the latter would be reduced by the 
absorption of heat by the retorts in the process of con- 
verting the coal they contain from the solid to the 
gaseous form. As soon as the generation of gas in the 
retorts commenced, a large amount of air would be 
required to consume it without smoke. As explained, 
the conditions when the greatest amount of air is 
needed are the least favorable for its supply. It 
would also probably occur if the retorts were thrown 
in without being placed in any order, that the streams 
of gas issuing from many of them would not be met 
by a supply of air, and would thus escape without 
being burned, or that the temperature near them 
would at times not be sufficient to keep them lighted. 

On the other hand, let us suppose that instead of 


sides and piled around the outside edges of the fire 
with their mouths directed towards the middle of it. 
It is obvious that if this were done the passage of air 
through the fire would be less obstructed, its tempera- 
ture would not be so suddenly reduced, and a more 
certain combination with the air above the fire could 
be secured, all of which would be of great aid in af- 
fecting perfect combustion. 

There is, though, still another difficulty in effecting 
perfect combustion in locomotives. The variations in 
loads, grades and speed make it necessary to vary the 
amount of fuel consumed from nothing up to the ut- 
most capacity of the fire-box. Now it is a law, form- 
ulated by D. K. Clark, that ‘‘there may be too much 





Therefore, if there is only enough oxygen for the hy- 


grate area for economical evaporation, but there can- 


being thrown in irregularly, they were all laid on their | East 


not be too little, so long as the required rate of com- 
bustion per square foot does not exceed the limits im- 
posed by physical conditions.” In other words, the 
smaller the grate, provided you can burn coal enough 
on it, the more economical it will be. 
But as the amount of coal to be burned 
varies with the conditions of working, it 
follows that the size of the grate should also be 
variable. In other words, a grate which would give 
the best results with light loads or grades, or both, 
would be too small when both of them were heavy. 
If we had a variable grate, and if our retorts were 
piled up around its margin, as described, it is obvious 
that as the area of the former was increased or dimin- 
ished, the number of the retorts exposed to the heat of 
the fire would be in like proportion, so that not only 
would we ve able to burn a greater or less quantity of 
coke in the grate, as the requirements of the work 
would demand, but the production of carburetted hy- 
drogen, which is the smoke-producing gas, would 
also be proportioned to the grate area. 

It is not necessary to say that the retort method 
which has been described is perfectly impracticable, 
and that it has been described only as an illustration 
to indicate a method of overcoming some of the diffi- 
culties which now stand in the way of the perfect com- 
bustion of bituminous coal; and all that is intended 
to point out in this article is, that if a grate of variable 
size could be devised. and if the distillation of coal 
could be carried on in a locomotive, in chambers or 
retorts, separate from the fire-box, and the coke after- 
wards burned in the grate, there would probably then 
be little difficulty in effecting an approximately per- 
fect combustion of bituminous coal without smoke. 
Just how such a grate and gas-producing retorts can be 
made we will not now undertake to say. The problem 
is, for the present, submitted to our readers. 





RAILROAD EARNINGS IN JUNE. 


For the month of June 6 67 railroads reported their 
earnings in our table, published on another page, and 
these roads had in the aggregate 50,731 miles of road 
this year, which is nearly half of the total in operation 
jn the United States, and 5.568 miles, or 12.3 per cent. 
more than the same companies worked in June of last 
year. With this mileage they earned $29,318,932, 
which is but $175,247 more than they earned with the 
smaller mileage last year. their average earnings per 
mile of road having decreased from 3645 to $578, or 10.4 
per cent. Of the 67 roads reporting. 26 had smaller 
total earnings and 35 smaller earnings per mile than 
last year, and among those with smaller total earnings 
are some lines which have an immense increase in 
mileage, as the Chicago & Northwestern, the Chicago, 
Milwaukee & St. Paul, the Denver & Rio Grande, the 
Union Pacific and the Wabash. The largest increases 
in earnings per mile are 30 per cent. on the Buffalo, 
Pittsburgh & Western, 26 on the Chicago & Grand 
Trunk, 214 on the Cleveland, Akron & Columbus, 25 
on the Galveston, Harrisburg & San Antonio, 35} on 
the Houston, East & West Texas, 424 on the Mar- 
quette, Houghton & Ontonagon, 293 on the Milwau- 
kee, Lake Shore & Western, 363 on the Ohio Central, 
354 on the Rochester & Pittsburgh, 25 on the Main Line 
of the St. Louis, Alton & Terre Haute, 714 on the 
Manitoba, and 30 on the Virginia Midland. All these 
roads but the Marquette and the Manitoba have still 
very small earnings per mile. 

The greatest decreases in earnings per mile are 224 
on the Cairo & St. Louis, 25 on the Chicago & North- 
western, 33 on the Denver & Rio Grande, 21 on the 
Kansas City, Fort Scott & Gulf, 55% on the Central 
Branch, 244 on the Missouri Pacific, 28 on the Nash- 
ville, Chattanooga & St. Louis, 22 on the Union Pacific, 
and 35 per cent. on the Wabash. 


The largest and smallest earnings per mile of road 


were : 
Per , Per 
Largest: mile. | Smatlest; mile. 
Marquette, H. & Ont..... -$2, 261 | Toledo, Cin. & St. L.. ... $140 
Pennsylvania ... .. ...... ae Central Branch.... . 143 
Reading... Se tee 1:72: | Little Rock & Ft. Smith.. 161 
Northern Central......... 1481 Cairo & St. Louis.... ... 178 
DRE ee 1002 | Ala. Gt. Southern.. ..... 188 
Eee 941 | Vickshurg & Meridian.... 189 
—. eee 748 Ohio Southern eS, ie 201 
. & New England . 732 2| Peoria, Dec. & Ev.....-.. 210 
Chiva ‘o & Alton.. ey | Houston, E. & W. Tex. 214 
Tron Mountain......... . 4706 E. Tenn., Va. &Ga....... 232 


These include all the roads that earned as much as 
$700 a mile; but there are six others that earned less 
than $300 a mile, including such important Southern 
lines as the Mobile & Ohio, and the Nashville, Chatta- 
nooga & St. Louis. 

The Marquette, Houghton re Ontonagon, it will be 
Seen, stands at the head of the list, with the largest 
earnings per mile. Its traffic consists chiefly of iron 
ore carried to Marquette for shipment by lake, and the 
activity in the iron trade of late has greatly favored it. 
though there has not been such an increase in iron 





manufacture this year as will alone account for its in- 
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crease in earnings of 42 per cent. over last year, when, 
also, ore shipments were very large. No longer ago 
than 1879, the earnings of this road were but $6,400 per 
mile for the entire year ; last June they exceeded those 
of the Pennsylvania Railroad, and were more than a 
third of the earnings in the whole year 1879. The road 
has light earnings in winter, however, and last year 
earned but $9,873 per mile, though-in June they were 
$1,587. Its great earnings are due, not so much to 
heavy traffic as to high rates; in 1881 its receipts per 
passenger per mile were about twice as great, and per 
ton per mile four times as great, as on the Pennsylva- 
nia Railroad. Its hauls, however, are very short, and 
its traffic and rates cannot in justice be compared with 
those of a trunk line, except to show how it can exceed 
one in earnings per mile. 

It is also remarkable to tind among the roads with 
largest earnings per mile the St. Paul, Minneapolis & 
Manitoba, which, though it had a good deal of road 
nearly ten years ago, is substantially a new road. The 
vast emigration to the country, on its own lines and 
on the Northern Pacific, and to Manitoba, is probably 
the chief cause of the great increase in the earnings of 
this road this year, as, though there was a great Geal 
of land on its lines occupied last year, it can hardly 
have been brought under cultivation sufficiently 
to have given the road such large earnings from the 
marketing of the crops, and, indeed, very little grain 
was carried by the road last June. 
| Five of the ten’ roads with the smallest earnings per 
mile are Southern roads, few of which have what 
would be considered large earnings per mile in the 
North. The East Tennessee, Virgin‘a & Georg’a 
earned $232, the Nashville, Chattanooga and St. 
Louis $255, and the Mobile & Ohio $251 per mile last 
June, when the average of 67 roads _ reporting 
was $578. The only Southern roads out of eighteen 
reporting, which earned as much as this average, were 
the Iron Mountain and the Louisville & Nashville, 
and only four others earned as much as $400 per mile. 

Notwithstanding the poor crops last year, June was 
the first month of the yéar that showed a large de- 
crease in the average earnings per mile of the rail- 
roads reporting earnings. For the past twelve months 
the percentage of increase or decrease in average earn- 
ings per mile of road of the roads reported in our 
monthly tables has been: 








Per Per 

cent. cent. 
. Sere ; Inc. 4.8 | January........ Inc. 6.4 
ee See Ine. 6.9 February jaan Ine. 9.2 
September...... Dec. Ft - Fee Ine. 3.6 
October ... Dec. OB | BMW. occcccce < Inc. 0.5 
November... Dec. i eae Dee. 1.0 
December....... Ine. We so <kvessicuna Dec. 10.4 


In the fall months a decrease was shown, the crops 
movement then being lighter than the year before. 
In the winter months, however, there was a consid- 
erable increase, which was partly due to the fact that 
the earnings of many roads were reduced by the bad 
weather of the winter of 1880-81, which also affected 
earnings in March and even in April. We have a 
slight decrease in May, and now a very large one in 
June, which is not only because earnings were small 
this year in June, but because they were extraordinar- 
ily large in June last year, the season having been such 
as to concentrate an unusual amount of business into 
that month. This year the crops of surplus old grain 
were nearly exhausted before June, and there was 
much less than usual to carry, while last year there 
had been much more than usual: witness the receipts 
of grain at the Northwestern markets, which were 
37,000,000 in June last year, and but 15,500,000 this 
year. Nearly all business was affected by the smaller 
crops, but it cannot be said that business generally 
was dull this year, by any means. 

Below are given earnings per mile in June for the 
last six years of all roads for which we can ascertain 
them. The comparison of individual roads with pre- 
vious years can be best made by this table : 

June Earnings Per Mile of Road. 
1877. 1878. 1879. 1880. 1881. 1882. 


Ale, G6. Bowtie. 6 ois.) 6scnscs aan $80 $141 $178 $188 
Atch., or a Aa $264 $318 445 549 717 = 626 
Burl., -& Nor...... 245 233 253 2=- 312 365 341 
Cairo '& St. Louis cans 2a 132 121 232 230 178 
Central Iowa.... - 23 290 . 385 73 412 





Central Pacific... 
Chesapeake & Ohic 








1877. 1878. 1879. 1880. 1881. 1882. 


N. Y. & New Eng....... en ; ANS 860 733 732 


Norfolk & Western..... 299 281 239 «=6©6313) 366 «40 

Northern Central ...1,005 941 967 1.286 a os 1,481 
Northern Pacific........ ee 309 351 486 
Pennsylvania. ...... ... hy 425 1.387 1,393 1,721 2018 2,121 
Peoria, Dec. & 4 Keiobira s re 224 202 210 
Phila. & Reading........ 1,285 1. 586 1,450 1,653 1,718 1,725 
Richmond & Danville. -- 203 232 253 300 298 304 


St. L., A. & T. H.— 

Main Line..... es 355 544 626 468 
Belleville Line 54! 425 
St. L., Iron Mt. & So... 400 372 412 531 693 706 
St. L. & San Fran... .. 295 243 241 294 440 365 





St P., Minn. & Man.... .... ate 340 71 548 941 
Scioto Valley ....... ... 76 283 177 219 305 328 
Texas & Pacific. ........ 338 282 272 268 381 398 
Union Pacific........... sie ona Pe Se 642 752 584 
Wabash, St. L. & P... 480 528 343 


Here we have the following numbers of roads with 
larger and with smaller earnings per mile in June than 
in that month this year : 


Year 

eee = roads with larger and 18 with smaller 
See 

Eee % ” Aa _ 5a 32 = ns 
ARS Rae ee - * - Ai a = om 
1877.. 3 pl J . 5 - “ “ - 28 “ “ 


Thus this y year : shows an increase in much the larger 
number of roads over all years but last year. 

For the half year ending with June our table hag 
reports from 66 railroads, having this year 52,365 
miles of road, which is 11.8 per cent. more than they 
worked last year. Their aggregate earnings 
were $181,970,205, or 11.4 per cent. more 
than last year; their average earnings per mile 
having decreased from $3,486 to $3,475—an insignifi- 
cant change. Considering the great additions of new 
road, this is a very favorable result, in spite of the 
fact that the expenses were doubtless considerably 
larger than last year. Too much weight, however, 
may easily be placed on the large mileage of new road 
as an element likely to reduce earnings per mile. We 
should remember that last year also a large proportion 
of the road reporting was new, and so it usually is. 

Of the 66 roads reporting for the half year, only 
twelve had smaller total earnings this year than last, 
but as many as 23 had smaller earnings per mile of 
road. There are few very large increases in earnings 


per mile, except on new roads which still 
have very light earnings. The great exception 
is the Marquette, Houghton & Ontonagon, 


whose increase is 774 per cent.; but there are 
many new roads with earnings still below the aver- 
age which have gained greatly—as the Ohio Central 
(66 per cent.), the Houston, East & West Texas (53 per 
per cent.), Milwaukee, Lake Shore & Western (52 per 
cent.), the Wisconsin Central (40 per cent.) and 
the Northern Pacific (87) per cent.) The in- 
crease of 514 per cent. on the Manitoba 
brings its earnings above the average, which 
is a wonderful position for so new aroad. Its earn- 
ings per mile were nearly a quarter more than those 
or the Chicago & Northwestern, three-fourths more 
than those of the Milwaukee & St. Paul, greater than 
those of the Grand Trunk, the Illinois Central, the 
New Vork & New England, and-the Union Pacific, 
and nearly as great as those of the old and solid Chi- 
cago & Alton. 

The largest decreases in earnings per mile are 26 per 
cent. on the Denver & Rio Grande, 35 on the Central 
Branch, 24 on the Mobile & Ohio, and 18 on the Cairo 
& St. Louis. 

The roads with heavy trunk-line traffic that report 
are the Pennsylvania, the Northern Central, the Grand 
Trunk, the Great Western, the Lake Shore, and the 
Michigan Central. All but the Pennsylvania show a 
decrease in total earnings. The decrease is largest on 
the two Vanderbilt roads and is less than might be 
expected on the two Canada roads. 


Pennsylvania Railroad acl and Expenses in 
June and the Half-Year. 





June was the last month of lust year unaffected by the 
railroad war. From that time on for twelve months the 
earnings of the trunk lines from through freight were 
greatly affected by the low rates of the war. Moreover, 
traffic became light in the latter half of last year, and now, 
we hope, is about to recover, so that we may look upon 
June as the close of a bad year in comparison with the pre- 
vious year, though in gross earnings the Pennsylvania 
Railroad felt it probably less than any other trunk line. 

For the month of June the gross earnings of ull its lines 
east of Pittsburgh and Erie were #286,319 (7}¢ per cent) 
more than in 1881; its working expenses $240,529 (101¢ 
per cent) more, so that its net earnings were larger by 
$45,790 (3 per cent.). 

The earnings and expenses in the month of June for ten 





successive years have been : 

Net 
n earuings. 
$2,845,562 $681,865 
2,150,146 1,048,843 
2,001,749 964, 596 
1,959,180 981,012 
1,612,828 833, 348 
1,475,867 904, “333 

1,789,815 600,99: 
2,209,252 1,012, ert 


2,318,902 1,488,536 
2,559,431 1,554,326 
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{ iii year; while the expenses were exceeded Seite in 


1873. The net earnings were larger than in any previous 
June. The earnings were a trifle less in June than in May, 
but with that exception they were the largest the road has 
ever had—exceeding those of the best month of Centennial 
travel. The expenses were considerably larger than in May, 
and were larger than in any month of any year previous 
since June, 1873. The net earnings are 13 per cent. less 
than In May, but larger than in any other month previous 
since May, 1881. The most unfavorable feature is the con- 
tinuance of the heavy working expenses, which are 14 per 
cent. above the average of last year. 

For the half-year ending with June, the gross earnings of 
all lines east of Pittsburgh and Erie were $1,097,011 (5.1 per 
cent.) more than last year; their working expenses $1,904,- 
041 (15 per cent.) more, and the net earnings, $807,030 
(9 per cent.) less. For six successive years the earnings and 
expenses for the half-year have been: 


Year. Gross Expenses, Net 
earnings. earnin, 
rrr $14,336,396 $ 9,606,977 $4,729, 19 
EELS savasabon 14,451,938 9'106,040 5.345,898 
BP sccccess cee 15,414,058 9,268,403 5,845, 
1880. 19,434,071 11,339,662 8,094,409 
og, eee 21,553,839 12,556,685 8,997,154 
DOs osvscesede 22,650,853 14,460,934 8,189,919 


The gross earnings were 16.6 per cent. greater than in 
1880, which to many other roads was the most favorable in 
their history, and in spite of the great increase of 2714 per 
éent. (#2,120,000) in working expenses, ths net earnings 
were 1.2 more than then, and 40 per cent. more than in 
1879. Evidently the growth of its local traffic has been im- 
mense, to so much more than counterbalance the great de- 
crease there must bave been in earnings from through 
traffic. 

The net earnings of the company’s leased system west of 
Pittsburgh and Erie for the half-year were $120,657 less than 
the interest and rentals payable tnis year, against a surplus 
of $1,524,864 last year. This decrease of $1,645,521 added 
to the decrease in net earnings makes the total decrease 
in the profits of the company for the balf-year $2,452,551, 
which is a little less than 3 per cent. on the capital stock as 
lately increased. 

The effect of the good wheat crop and the restoration of 
west-bound rates will be felt but slightly by this road in 
July, but it should be very decidedly in August. Perhaps no 
one company will profit so much by the large winter wheat 
crop, as its lines west of Pittsburgh, with the exception of 
the western half of the Fort Wayne road, pass directly 
through the winter wheat country. The earnings from grain 
may not bea very important share of the income of the 
lines east of Pittsburgh, but they are very important to the 
vast western system, which after July may be expected to 
show a material increase in a and sesame 


Record of New Railroad Construction. 





This number of the Railroad G Gazette contains information 
of the laying of track on new railroads as follows: 

Bangor & Portland.—Extended from Pen Argyl, Pa., 
southwest 5 miles. 

Chicago & Block Coal.—Extended from Attica, Ind., 
northward to Rensselaer, 48 miles. 

Fulton County.—Extended from London Mills, IIL, 
west to Galesburg, 15 miles. 

Houston & Texas Central.—Track is laid on the North- 
eastern Branch from Garrett, Tex., northeast to Kaufman, 
13 miles. ° 

Louisville, New Albany & Chicago.—Track on the Air 
Line Division is extended from Sheridan, Ind., southward 
to Carmel, 10 miles. 

Pennsylvania.—The Redstone Branch is extended east- 
ward to Uniontown, Pa., 9 miles. The North & West Branch 
road is completed from Catawissa, Pa., east by north to 
Nanticoke, 39 miles. 

St. Louis, Hannibal & Keokuk.—Extended from Silex, 
Mo., south by west to Gilmore, 30 miles. 

This is a total of 169 miles of new railroad, making 5,478 
miles thus far this year, against 2,924 miles reported at the 
corresponding time in 1881, 2,525 miles in 1880, 1,187 
miles in 1879, 941 miles in 1878, 830 miles in 1877, 1,046 
miles in 1876, 594 miles in 1875, 913 miles in 1874, 1,966 
miles in 1873, and 3, 372 miles in 1872. 


Railroad Accidents i in Great Britain. 


north- 





In the “General Report to the Board of Trade upon the 
Accidents which have occurred on the Railways of the 
United Kingdom, during the year 1881,” the number of per- 
sons reported as having been killed in the working of rail- 
ways during the year was 1,096, and the number injured 
4,564. Of these, 108 persons killed and 1,854 persons in- 
jured were passengers. Of the remainder, 531 killed and 
3,445 injured were officers or servants of the railroad com- 
panies, or of contractors, and 467 killed and 265 injured 
were trespassers, suicides, and other persons who met with 
accidents at level crossings or from miscellaneous causes. 
Of the passengers, according to the returns made to the 
Board of Trade, 23 were killed and 987 were injured from 
accidents to trains. In addition to the above, the companies 
have returned 58 persons killed and 4,105 injured from ac- 
cidents which occurred on their premises, but in which the 
movement of vehicles on railroads was not concerned, and 
which consequently cannot be considered as “ railroad 
accidents.” 

The number of passenger journeys to each passenger 
killed and injured during the year, from all causes, was 
5,760,740 to each’ore killed and 335,577 to each one injured. 
The number of journeys to eachpassenger killed and injured, 








Chicago & _ SEE Me. 529 530 A527 735 757 725 
Chic. & E Rreletasecn ose dikdes 314 381 417 24 659 572 
Chic., Mil & ee ee 417 433 451 400 455 380 
Chic, (< 2S 493 519 645 725 823 617 
Chic., St. P.,Min.& Om .... 314 326 299 426 346 
Cin., Ind.. St. L. & Chie 621 619 647 668 632 644 
Cleve., Akron & Col... 224 186 =. 231 224 246 8 300 
Den, & Rio Grande..... 214 294 272 S85 i753 504 
Re 776 «#6697 §©6(767~— 851 952 1,002 
E. Tenn., Va. & Ga.. 243 “ 254 221 227 
Flint & Pere M......... wae nate 264 444 505 
Haunibal & St. Jo.. .... 559 «= 4710's 368 —SC«CG14—ts«S4 
Houston, E. & W. Tex.. .... are ae: 74 157 
Ill. Cen., in Ill.. oe oe 527 539 597 686 
Ill. Cen., in Iowa.. .... 237 303 299 332 434 
Ind., hey & West.... 348 384 450 460 360 
Int. & 2 ae 146 148 168 180 276 
R..0., Pt. 8. & Golf... 0.0: ais “ys 281 363 
Lake Wie & on akin ieee atta ay 292 332 
Louisville & Nash....... 558 531 518 392 667 
Mo., Kan ee 328 282 45 
Mobile & Ohio...... .. 168 173 181 270 8251 
Nash., Chat. & St. L.. 340 1 318 33 


The gross earnings = thus were larger this year than in any 


from causes beyond their own control, was 27,050,485 for 
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bath Une killed and 630,354 for each one injured: These 
figures are absolutely valueless for comparison with other 
countries, because the average length of the passenger jour- 
ney in Bngland is unknown. 

The following table gives the general causes which con- 
tributed or combined to produce the accidents which were 
investigated by the inspectors of the Board of Trade during 
the past ten years. This includes all the most serious acci- 
dents which occurred during that time : 


Summary of Railroad Accidents which were Investigated by the 
Inspectors of the British Board of Trade during the past ten 
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If arranged in the order of their number we find the 
accidents produced by the different causes during that 
period to be as follows: 


(1.) Negligence, want of care, or mistakes............. .... 1,15) 
(2.) Defective arrangements of signals, points, etc.......... 423 
(3.) Defective system of securing intervals between trains.. 280 
(4.) Insufficient or inadequately enforced regulations........ 212 
(5.) Inadequate or unsuitable brake power.................-. 210 
(6.) Defective maintenance of road or works................ 171 
(7.) Excessive speed... .... ....... OES SNE Bee OPO 149 
(8.) Insufficient or defective accommodation for traffic...... 143 
(9.) Foggy or stormy weather or snow-storms............-.. 134 
(10.) Defective maintenance of rolling-stock..... ............ 77 
(11.) Defective construction of road or works ............... 71 
(12.) Defective construction of rolling-s'ock .......... er 66 
(13.) Insufficient establishment, long hours, or inexperienced 
SS Cinta aa diame Gade wale as onda dans J6b0> ne 56 
(14.) Fracture or unloosing of couplings.....................- 48 
Rc Sot Cas GeOs bieneaara cons. wi aan oasanal ce cvs cosa’ 3,190 


From this latter table it will be seen that the most prolific 
of all the causes enumerated which produce serious acci- 
dents is negligence and mistakes. Thirty-six per cent. of 
the accidents investigated in the United Kingdom were due 
to that cause. The next most prolific cause is defective 
signals, points, etc., which caused over thirteen of the acci- 
dents reported. These figures should be impressed upon the 
minds cf railroad managers and employés, so that the 
former would never cease their efforts to guard against the 
consequences of carelessness and error, and the latter be 
perpetually prompted by them to the habit of vigilance. If 
any proof of the fact was needed, that human negligence 
is always present in the operation of railroads, the above 
record would supply it. It is no excuse for accidents to say 
that they were caused by the neglect of duty by some em- 
ployé. That must be expected. The question which u 
manager ought to answer is whether he could have guarded 
against the consequences of such negligence. 

In this connection it will be interestins; to note the prog- 
ress which has been made in the use of the block system, 
the advantages of which even on crowded lines some rail- 
road managers are still inclined to doubt. The report says: 


‘‘In England, at the end of 1881, out of 12,009 miles 
conjointly of double and single line open, 9,961 miles were 
worked upon the block system. In Scotland, out of 2,697 
miles of double and single open, 1,975 miles were so worked. 
In Ireland, out of 2,418 miles of double and single line open, 
342 miles were so worked.” 

Che report also says : 

‘The gradual and partial adoption of the railroad com- 
panies of the block system and the interlocking of points 
and signals bas tended to decrease the number of accidents, 
and will, undoubtedly, when more fully carried out, still 
further provide against their occurrence. 

* * * “The inquiries into the accidents of the past vear 
speak very conclusively in favor of the early completion of 
the absolute block system of working on all passenger rail- 
ways, and that that system should be supplemented by 
some means of —— mistakes of signalmen which so 
of en occur, and which in the present and previous years 
have led to very disastrous collisions.” 


CxricaGo RAIL SHIPMENTS EaAstwarp for the week end- 
ing July 22 for the last three years have been : 
1880. 1881. 1882. 
33,373 54,211 22,788 
This year shipments were 58 per cent. less than last, and 
were 32 per cent. lessthan in 1880, and but 189 tons more 
than in the previous week. 
Of the shipments of the week this year the Chicago & 








Grand Trunk carried 9:3 per Gent.; the Michigan Central 
21.2; the Lake Shore 16.2, the Fort Wayne 32.8, the Pan- 
handle 9:4, and the Baltimore & Ohio 11,6 per cent: Thus 
the two Vanderbilt roads had 37:4 per cent: of the whole; 
and the two Pennsylvania roads 41.7 per cent; We avoid 
giving the percentages of the shipments billed at Chicago, 
as these are always somewhat and often greatly changed 
when the shipments from points west are included. 

For the week ending July 29, the shipments billed from 
Chicago (not including those from points west billed through 
Chicago) were 19,309 tons, against 50,626 in the correspoad- 
ing week of last year, and 17,878 in the previous week of 
this year. Of the total decrease.of 31,317 tons from last year, 
27,071 tons were grain and flour, of which only 13,187 tons 
were shipped this year, against 40,468 last year, and the de- 
crease in these was due largely to the fact that there was 
less to ship ; for the lake shipments were also light. Still if 
the grain shipments had been large (as they soon may be), 
it is not likely that the railroads would get nearly so much 
of them as last year, when they were charging 15 cents or 
less per 100 Ibs, to New York, against 25 cents now. 

The shipments have now been increasing every week since 
the first week of July, when they were the lightest for three 
years ; and though they are still less than in 1880, they can- 
not be called light shipments for a time when rates are 
maintained. In 1880 the traffic was phenomenally large 
and profitable. 

It is noticeable that while there has been a continuous and 
considerable increase in the shipments billed at Chicago 
since the first week of July, there has been a much smaller 
increase in the total shipments from Chicago, including 
those billed from points west—that is, while the Chicago 
shipments have increased, those from points west of it have 
decreased. Thus the shipments billed from Chicago, those 
from points west billed through Chicago, and the total 
Chicago shipments for eight successive weeks have been : 

Shipments East from Chicago. 
———-~Billed at—— — 













Week to- Points west. Total. 
WR Ot. fos a cbadcshees 8,387 27,124 
9 SA a eae 7.355 : 


the shipments billed at Chicago increased 4,637 tons ; but 
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the total shipments increased but 573 tons, the shipments 
from points west through Chicago having {decreased 4,054 
tons. 

The figures published in the Chicago and New York papers 
include only the shipments billed at Chicago, which arejon the 
average about five-eighths of the whole, but vary so greatly 
from week to week that they afford but a very imperfect 
clew to the through shipments over the roads from Chicago 
to the East. 

It may be said also of the other figures which we publish, 
including the points west through Chicago, that while they 
include the whole through traffic from Chicago, they are a 
very imperfect measure of the total amount of through 
traffic, especially at this season. For instance, just now 
there are large shipments of the new winter wheat, nearly 
all of which is produced south of the latitude of Peoria, and 
which cannot pass eastward over the railroads from Chicago 
without making ‘a long detour from the direct route. 
These shipments may greatly swell the through shipments 
from Peoria, St. Louis, Indianapolis, Louisville, Cincinnati 
and smaller interior points, while there is a very small gain 
in shipments from Chicago or Milwaukee. The increase 
from 150,000 to 1,400,€00 bushels a week in the grain receipts 
of Baltimore within a few weeks shows that the through 
movement on some lines south of Chicago has grown vastly 
more than that on the Chicago lines. 

For the six months ending with June the total Chicago 
shipments have been, for four successive years: 


1879. 1880. 1881. 1882. 
I eos cca 1,488,142 1,184,579 1,369,536 1,095,729 


The shipments were much ‘larger in January and Febru- 
ary this year than ever before, but in spite of this the ship- 
ments for the half-year were the smallest of the four years— 
20 per cent. less than last year, 8 per cent. less than in 1880 
and 26 per cent. less than in 1879. In 1879 rates were de~ 
moralized most of the half-year, but not so much as this 
year in the winter months. The shipments in May and June 
this year are the smallest in the 42 months that the record 
has been kept. For the three months of April, May and 
June the shipments were: 

1879. 1880. 1881. 1882. 
838.631 535,677 689,312 369,602 

During these three months rates were generally main- 
tained at least as high as this year except in 1879, when 
they were very low nearly all the time, and for a few weeks 
of last year, when they ranged from 20 to 15 cents per 100 
Ibs., against 25 this year. Rates were highest in 1880, and 
the earnings from the Chicago shipments must have been 
about in proportion to $174 then to $100 this year, in those 
three months. This year the shipments for this period were 
46 per cent. less than last year, 25 per cent. less than in 
1880, and 56 per cent. less than in 1879. 

For the following months of this year the comparison will 
be with a time when rail shipments were stimulated by the 
railroad war, so that with a total (rail and lake) traffic 
less than in 1880, the rail shipments were 1,520,000 tons, 
against 1,125,000 in the last half of 1880. 


to” Sere eee 


THe New York FREIGHT HANDLERS’ STRIKE still con- 
tinues, but the railroads are fully supplied with men, and 
for two weeks have handled all the freight offered, though 





on some days they have not been able to handle immediately 








all offered on those days. A few of the old men are af 
work, but the great part of the force is new, and the com- 
panies have had a very large number of men, ftom which 
they have selected a force which now seems quite efficient. 
The strikers for a time made it very hard to get men, be- 
éause, with the funds which have been given them, they 
paid the new men to be idle; and made them believe that 
they too would get higher wages when the strike came to 
anend. But this was too big a contract for the strikers to 
carry out; an entirely new force could be recruited every 
few days, and in the course of two months there was likely 
to be an army of some 25,000 men, besides the original 
strikers, paid not to work. But the help and encourage- 
ment the strikers have had has enabled them to make it very 
difficult for the railroads to secure and train a new force, a 

hundreds of men, just as they had begun to learn, were in- 
duced to leave. There have been several instances of at- 
tacks by the strikers on the men who have taken their 
places, but the latter now have more confidence, are not 
easily frightened from their work, and show some disposi- 
tion to defend themselves when attacked. 

Now that the roads are likely to get their work done with- 
out further interruption seems a good time for them 
to turn their attention to the organization of their employés 
in such a way that they will not be subject to a blockade be- 
tween any two hours. The engagements with a force cf 
men whose services are indispensable, however simple they 
may be, should be more permanent than from hour to hour 
or from day today. In France or Germany, the nucleus of 
such a force—including nearly enough men to do all the 
work when traffic is dullest—would be a regularly enlisted 
force, with pay, rights to promotion, provision for assist- 
ance in time of sickness, and even pensions, and other privi- 
leges which would prevent them from lightly giving up 
their places, while the hope of promotion to this privileged 
corps would tend to make the men hired from day to day to 
assist this regular force very desirous of winning and keep~ 
ing the good will of their employers. Surely there ought to 
be some better system of employing men than the hap- 
hazard, hand-to-mouth method that has prevailed at the 
New York freight-houses, 


A NEw FREIGHT Car, designed by Mr. Thomas L. Wilson, 
of Port Hope, Canada, has been on exhibition, for several 
days past, at the Erie freight house, in Jersey City. The 
car is 34 ft. long, by 8 ft. 6 in. wide, and weighs 7,000 
Ibs., with a capacity of 54,000 Ibs. The peculiarity of the 
car is the arrangement of two hoppers below its floor for 
carrying grain and similar freight. The floor is five or six 
inches higher than the floors of ordinary cars. The inter- 
mediate floor timbers are cut away to make room for the 
hoppers. The latter extend downward about two feet below 
the bottom of the sills, and each hasa capacity for 100 
bushels of grain. 

It is claimed that by this arrangement the carrying 
capacity of the car is increased, and that its centre of 
gravity is lowered, and that the framing is strengthened 
by means of transverse timbers used in the construction of 
the hoppers. 

The trucks have the Master Car-Builder standard steel 
axle, and concave plate elliptic springs, which, it is claimed, 
will carry more load in proportion to their weight than any 
other form of spring. 

The arrangement of hoppers facilitates the discharge of a 
cargo of grain without manual labor, and also permits of 
the use of the cars for carrying coal. As the hopper frames 
extend down between the wheels, it prevents the truck 
from turning or ‘‘ slewing ” under the car in case the latter 
gets off the track. 

The sample car exhibited was well built and is another 
indication of the general tendency to increase the carrying 
capacity of freight cars. 

THE GRAIN MOVEMENT in the third week of July took a 
sudden start and became actually large, the receipts at the 
Northwestern markets being 68!¢ per cent. larger than the 
week before and nearly three times as great as two weeks 
before. The increase was due chiefly to the marketing of 
new Western wheat, but partly also to the forwarding of 
corn. It is always common for the farmers to market any 
surplus grain they may have in the interva) (when there is 
any) between cultivating corn and harvesting ; and though 
the surplus was small this year, there were great inducements 
(in the way of high prices) to market it then. It is possible 
that the marketing of wheat was exceptionally large at this 
time. Speculation had made the prices of wheat much 
higher for that delivered in July than for that delivered 
later, and this of course was equivalent to offcring a pre- 
mium to those who should thresh and market in July. How 
far this affected receipts we shall know better when the re 
ceipts of an August week are reported. In the fourth week 
of July the effect of the great wheat harvest is seen in an 
enormous increase in the receipts of Baltimore, which were 
then about ten times as great as its average weekly receiptsin 
the first half of the year, and were nearly all wheat. The rail- 
roads south of the latitude of Peoria and Burlington should 
have profited greatly by this movement ; but the Kansas 
railroads so far should have felt it more than any others, as 
the crop ripened there first. 


Crop PROSPECTS are not greatly changed. The great 
winter wheat crop in Michigan is mostly harvested, and the 
harvesting of spring wheat in S outhern Iowaand Nebraska 
has made considerable progress and is about to begin in 
Southern Minnesota, and will begin in the Red River valley 
a week or ten days later, the promise being excellent, and 
nothing but bad harvest weather being able to injure it 
Weather has been favorable to the growth of corn, 


now. 
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but the injury done by cold and wet in Iowa, Illinois and 
Indiana cannot now be overcome, though there will be a 
great difference according to the weather hereafter, and 
especially according to the time of the first frosts. Else- 
where generally there seems to be promise of a tolerable 
crop, and in Kansas, Nebraska, and some Southern states,of a 
decidedly good crop. Oats almost everywhere are excellent 
and are mostly harvested. While crops as a whole cannot be 
as great as in 1879 or 1880, they will be immensely greater 
than last year; even the corn crop will be greater unless 
cut cff by an early frost, and in some parts of the country 
all leading crops will doubtless be larger than ever before. 





ERRORS CONCERNING WEBB’s CoMPOUND LOCOMOTIVE 
crept into the report of Mr. Joy’s remarks at the Master 
Mechanics’ Convention, which appeared in the Railroad 
Gazette of July 21, which altered the meaning very 
materially. Mr. Joy was madetosay: ‘‘ Thus both pairs 
of wheels are independently and separately driven, and thus 
are combined all the advantages of coupled engine with its 
disadvantages, and all the advantages of the single engine 
without the disadvantage of its liability to slip.” The word 
with should have been printed without, which materially 
alters the sense, 

Mr. Joy was also reported as saying that ‘the average 
consumption for the month, including lighting fires, was 
28.2 lbs. of coal per mile, as against the ordinary engines 
minimum of 30 Ibs. per mile during the same week.” The 
figures 28.2 should have been 23.2. 

The Webb engine, we are informed, has now run 24,000 
miles, and Mr. Webb has in precess of construction nine 
more of the same kind. 

THE IssuES OF NEw Carita in Europe in the first half 
of 1882 are reported by the Belgian Moniteur des Interéts 
Matériels to have amounted to $317,972,000, of which 
$147,190,500 were for railroads, 859,993,000 for banks, 
ete., and $110,788,700 for government and municipal lcans, 
The ‘share of America in these was $38,035,000 for rail- 
roads and about $14,000,000 for government loans. As in 
this time about 5,000 miles of railroad were built in the 
United States alone, besides considerable in Canada and 
Mexico, it is easy to see that this includes but a small por- 
tion of the capital invested in America. The largest issues 
of vailrord capital for any country were $44,118,500 in 
France, $39,380,000 in Great Britain, and the $38,035,000 
above noted for ‘* America,” if we may cali that a country. 
Next are $10,701,000 in Germany and $8,872,400 in Hol- 
land, leaving but $16,000,000 for ali the rest of Europe. 


LAKE AND CANAL RATES have advanced decidedly during 
the last week—the rate on corn from Chicago to Buffalo 
from 2 cents to 2%¢ cents a bushel, while the canal rate has 
gone up about 14 cents to 544 cents, a bushel for corn and 
5° for wheat from Buffalo to New York 

Ocean rates were pretty steady all the week, at 6d. per 
bushel for grain by steam from New York to Liverpool, till 
Wednesday last, when but 5d. was asked and 4d. bid. That 
day a contract was made at 7d. per bushel from Baltimore 
to Liverpool. 





Joint Executive Committee—July Meeting. 





The following are the proceedings of the Joint Executive 
Committee, at a meeting held at the office of the Chairman, 
New York, July 26 and 27 : 

WEDNESDAY’S SESSION. 

The following companies were represented: 

Baltimore & Ohiv, Frank Harriott, C. S. White. 

Boston & Albany, A. Mills. 

Boston, Hoosac Tunnel & Western, J. Weeder. 

Canada Southern, W. P. Taylor, W. H. Perry. 

Cincinnati, Hamilton & Dayton, C. C. Waite, A. H. Mc- 
Leod. 

Chicago & Alton, C. H. Chappell, H. H. Courtright. 

Chicago & Grand Trunk, 8. Callaway, G. B. Reeve. 

Cleveland, Columbus, Cincinnati & Indianapolis, O. B. 
Skinner, Lucien Hills, Edgar Hill. 

Detroit, Grand Haven & Milwaukee, Thos. Tandy. 

Fitchburg, J. Whitmore, C. L. Hartwell. 

Grand Trunk, L. J. Seargeant, John Porteous. 

Grand Rapids & Indiana, A. B. Leet. 

Great Western, G. B. Spriggs. 

Indianapolis & St. Louis, H. W. Gays. 

Lake Erie & Western, W. S. Weed. 

Lake Shore & Michigan Southern, Jno. Newell, C. H. 
Vaillant. J. T. R. McKay. 

Louisville & Nashville, J. M. Culp. 

Marietta & Cincinnati, J. H. Stewart, R. M. Fraser. 

Michigan Central, H. B., Ledyard, Jno. A. Grier, A. W 
Street. 

New York Central & Hudson River, E. Clark, Jr., J. B. 
Dutcher. 

New York, Lake Erie & Western, R. C. Vilas, E. Foley. 

New York, Pennsylvania & Ohio, J. M. Ferris, G. G. 
Cochran. 

New York & New England, G. H. Williams, A. G. Tuttle. 

Ohio & Mississippi, Wm. Duncan. 

Pennsylvania Railroad, Frank Thomson, J. P. Green, J, 
McCreighton. 

Pennsylvania Company, J. N. McCullough, Wm. Stewart, 
D. 8, Gray, F. H. Kingsbury, C. L. Cole, Frank Janes. 

Pittsburgh, Cincinnati & St. Louis, J. N. McCullough, 
Wm. Stewart, D. S. Gray, F. H. Kingsbury, C. L. Cole, 
Frank Janes. 

Troy & Boston, J. A. Crandell. 

Vandalia Line, H. W. Hibbard. 

Wabash, St. Louis & Pacific, Jno. C. Gault, A. C. Bird. 

The following companies, members of the Committee were 
not represented: Chicago, Burlington & Quincy: Cincinnati, 
Indianapolis, St. Louis & Chicago; Detroit, Lansing & 
Northern; Evansville & Terre Haute ; Indiana, Bloomington 
& Western; New York, New Haven & Hartford; Peoria, 
Decatur & Evansville; Philadelphia, Wilmington & Balti- 


more. 


ADDRESS OF THE CHAIRMAN, MR. ALBERT FINK. 


At the conclusion of the roll-call, the chairman said : 
“GENTLEMEN: Circular No. 379 shows the object for 
which this meeting was called. In the first place, to hear 


reports of the various comimittees that were appointed at 
the last meeting to arrange for a a division of traffic from 
a number of points which heretofore have not been included 
in the agreements for the division of traffic. 

“ Second.—The consideration of the method to be adopted 
to insure the strict maintenance of tariffs from all points ; 


and, 

** Third.—Agreements to be made in regard to tariffs and 
division of the through rates from all points where at pres- 
ent no agreement exists. 

‘“*T do no not think we will get very full reports upon the 
division of traffic. ‘I'he principal object of this meeting will 
therefore be the consideration of the necessary measures to 
be adopted to insure the strict maintenance of tariffs. J ur- 
ing the last few months we have arrived at very satisfacto 
results compared with former times. Ever since the trun 
lines have been acting in harmony and as a unit, we have 
been able to prevent a great mavuy of the irregularities that 
were experienced heretofore; but there are still some diffi- 
culties with which we have to contend, and to which I will 
refer, in order that measures may be adopted for their cor- 
rection. 

** One of these difficulties is, that there is no clear under- 
standing as to the parties that are allowed to make rates for 
the roads represented upon this committee. I will mention 
one case in poiut, merely as an illustration: We found that 
the rates on tobacco from Evansville were being cut some six 
cents per 100 Ibs. When I tried to discover who was the 
responsible party, it was first stated that the agent of the 
White Line and the agent of the Erie & Pacific Dispatch 
had made these contracts. Upon further inquiries, Mr. 
Grammer, the General Freight Agent of the Evansville 
& Terre Haute Railroad, put the responsibility upon the 
steamboat lines on the Ohio River. There was no denial 
that the rates were cut, but I could not find who were the 
parties who cut the rates, and it is necessary now for you 
to fix the responsibility upen somebody, so that we can take 
the prcper measures to stop it. 

‘“*T never heard of any arrangement by which the Ohio 
steamboat agents had any authority to make rates for the 
railroad companies repres2nted on this Committee, and cer- 
tainly the line agents should have no authority to vary rates. 
There seems to be an impression that the line agents are 
still under the control of the initial roads, at whose request 
they could reduce the rates, and is it not the duty of the 
initial roads, that become parties to an agreement establish- 
1ng tariffs, to strictly maintain the same, and not. vary from 
them in a single instance? How can they authorize line 
agents to do the very thing which they themselves have 
agreed uot to dv, and have no authority to do under the 
rules of the Committee ? 

‘“‘The line agents are employed and paid by the whole line, 
by tbe trunk lines as well as by their connections. Are these 
agents to be allowed to reduce rates when established by 
the presidents of the trunk lines and the general managers 
of the roads represented on this Committee ? Have the line 
agents more power than the presidents and general manag- 
ers? There certainly must be some misunderstanding upon 
this point. What are the duties of the line agents, and 

what are the duties of the genersl freight agents of roads 
on which the freight originates? The Committee ought to 
define clearly these duties and responsibilities, so that when- 
ever anything wrong is done we will be able to lay our 
hands upon the party who does it and prevent the shiftin 
of the responsibility from one to another, as in the poe 
have mentioned. Another difficulty we have to contend 
with is, that whenever any of the initial roads take it upon 
themselves to make rates for the whole line, and to have 
freight billed at less than the established tariff, there is a 
want of supervision by the connecting roads in not discov- 
ering this fact and in correcting the billing. The initial 
reads have been in the habit of dving pretty much as they 
pleased in making rates and division of rates, and I can very 
readily understand why this habit bas been in vogue here- 
tofore, wheu connecting roads had necessarily to accept at 
any rate that was given tothem. But now this is different 
and there ought to be closer supervision exercised by 
— at junction points in examining and correcting way 
bills, 

“During the last two or three months, although upon the 
whole the tariff has been well maintained, we have found 
that some freight bas been billed at reduced rates and has 
been allowed to pass along without any examination by the 
connecting roads, and has reached its destination without 
correction of billing. We do not always get the way-bills 
in this office in time to stop the freight, and there ought to 
be some greater attention paid by the agents of connecting 
roads in checking the rates. [have no doubt that hundreds 
and thousands of dollars are lost to some roads for want of 
checking the way-bills. It should be made impossible for 
any of the initial roads to bill freight at less than agreed 
rates without its being discovered. That is the second point 
upon which the Committee should take some definite action 
in order to secure the strict maintenance of rates. 


‘Then there is another difficulty we have to contend with. 
Some of the roads on which freight originates are not repre- 
sented on the Joint Executive Committze. These roads 
have prorating arrangements with the roads represented 
upon this Committee, and some of them take it upon them- 
selves for their own selfish purpose to reduce the rates estab- 
lished by the Committee, and thus become a great disturb- 
ing element. Means ought to be adopted to control these 
roads. They are giving us a great deal of trouble. It is the 
more necessary to see that they maintain the rates in con- 
nection with the roads represented on this Committee, be- 
cause we are under agreement with other roads, such as the 
Chesapeake & Ohio Railroad, the Virginia Air Line, etc., to 
maintain rates. These roads with which we have agree- 
ments are not bound to maintain rates when we cannot en- 
force the maintenance of rates upon roads connecting with 
the trunk lines. Asa matter of good faith as well as of 
self-protection, there ought to be a full understanding with 
all roads not members of the Committee, that if they reduce 
the rates, either out of their own proportion, or with the in- 
tention of making connecting roads stand part of the reduc- 
tion, they should be cut off from all connection and inter- 
course with the roads represented upon this Committee. 

‘© There is another difficulty that we have tocontend with, 
viz.: in a great many cases there is no proper understanding 
as to the rates, or as to the division of rates, and it will be 
one of the duties of this meeting to determine the rates 
from all points upon which there is no full understanding, 
as in regard to the through rates and the division of the 
through rates from Beardstown, Ashland, Peoria, Alton, 
Alton Junction, and other Mississippi River points upon 
businéss that comes from beyond the Mississippi River. 

‘There is a misunderstanding in reference to rates on 
grain that comes from Kentucky via Evansville. A resolu- 
tion was passed by the Committee in December, 
1879, to the effect that traffic coming from Kentucky via 
Evansville should be charged three cents less per 100 Ibs. 
than from Evansville proper. Under that resolution it 
seems that the Evansville road took a great deal of grain 
from Illinois for three cents less than it should have charged, 
= action demoralized the rates throughout that lo- 
cality. 
ra think the general rule ought to be adopted by this 





Committee, that, from all points where there is an estab- 


lished throligh rate, all business that cotiies to those points 
locally should pay the full rate from that point: : 

** This principle should also be applied to all freight that 
comes from points west of the Mississippi and south of the 
Ohio River. 

‘In trying to check rates, we have found that very little 
is known what rates the roads East of the Mississippi River 
should get on business that comes from the West, owing to 
the very Joose manner in which this business bas heretofore 
been conducted. For example, the road in Texas can re- 

rtto you any proportion of rate they choose east of the 

ississippi River. Ihave not yet found anybody east of 
the Mississippi River. Ihave not yet found anybody who 
knows anything about the rates from pro-rating points in 
Texas. ou accept anything that is offered to you. There 
ought to be a better understanding with the roads west of 
the Mississippi River in regard to the points from which you 
are to accept a prorate, and the full’ St. Louis tariff should 
be charged upon all other traffic. 

‘* At present, there is no argument in regard to what 
rates would be charged via Montreal on export business in 
competition with export business to other cities ; and upon 
that point I think there ought to be some understanding. 

** Another case is brought up by Mr. Ledyard, who says 
that the roadsfrom Chicago on freights received from the 
Rock Isiand road pay back to the Rock Island road a cer- 
tain proportion for carrying the business from Jolict to 
Chicago, although it is delivered to the Chicago roads at 
Chicago, and should take Chicago rate from there. The 
Chicago roads claim that the rate from Joliet via the Michi- 
gan Central Railroad being the same as froni§ Chicago, they 
have to put themselves upon an even footing with the 
Michigan Central in that respect. They argue that if the 
freight ttat comes to them at Chicago came to them at 
Joliet, it would take the same rate as the Chicago rate, the 
same as via the Michigan Central. That is a subject for the 
Chicago Committee to take up and settle, as it will lead to 
a demoralization of the rates if it is not settled. 

** The question of employing commission agents will also 
have to be decided. Some time ago it was agreed that no more 
commission agents should be employed, which agreement 
has been violated. That agreement ought to be renewed 
and enforced. The question ought also to be decided whether 
it is necessary to have any agents at allin Texas, as there 
seems to be no necessity that the Eastern roads should have 
agents there. There may be other matters, of course, which 
may require our attention which any other gentleman pres- 
ent can bring up for your consideration, 

‘* 4 paper has just been handed to me, which reads as fol- 
lows : 

‘** Rates are being made on grain to Cleveland from East 
St. Louis so low that after adding the full tariff, Cleveland 
to the seaboard, the through rate, East St. Louis to New 
York, is cut from 3 to 5 cents per 100 Ibs.’ ” 

** Of course this practice must be stopped, and the neces- 
sary measures adopted for that purpose. 

‘*T have now mentioned the subjects which will haveto be 
considered by your Committee and the difficulties for which 
you will have to adopt remedies. 

‘*T think you have a‘! come to the conclusion that the best 
interests of the railroad companies require that the estab- 
lished tariff rates shall be strictly adhered to, and that no 
one road can vary from them without its leading to general 
demoralization. It is therefore important that means should 
be adopted to compel the strict adberence of each road to 
the agreements, and that no freight should be allowed to 
pass over any one road, except at the full proportion of 
agreed tariff rates, and that when freight is billed not in 
accordance with agreed tariff, it should be held at the ex- 
pense of the road which violates the agreement until the 
way-bills are corrected. 

“Weare now in a better condition to control ther?;>; 
than we ever before have been. The copies of way-bills 
come to this office, aud no drawbacks or rebate vouchers 
are paid by the trunk Imes until they are approved here. 
But, of course, it is impossible to controi the rates through 
this office alone, and we must have the co-operation of the 
individual roads in examining and checking the way-bills 
before the freight is allowed to pass upon each road,” 

MAINTENANCE OF RATES. 

The Chairman stated that, at a meeting of the Trunk Line 
Executive Committee, held July 20, 1882, the following 
resolutions were adopted, and were now submitted to the 
Joint Executive Committee for approval: 

‘‘ First—That positive instructions be given to agents of 
all junction points with connecting roads, to closely examine 
the way-billing: that these agents be fully informed regard- 
ing all competitive tariff rates; and that, if the present 
agents are not able to attend to this, additional force be em- 
ployed for that purpose. 

** Second—Thbat directions be issued to al! line agents that 
they are not permitted to aid, directly or indirectly, in se- 
curing freight at reduced rates in violation of tariffs and 
divisions established by the Joint Executive Committee, and 
that they are not permitted to vary from said tariffs by di- 
rection of the General Freight Agent, or any other officer of 
any road in the line. 

“ Third—That all initial roads, whether members of this 
Committee or not, with whom pro-rating arrangements 
exist upon rates established by this Committee, or which are 
authorized to issue through bills of lading, be notified that 
any delay or damage caused by detention of freight or cor- 
rection of way-bills, or any obligations assumed by them 
with conaecting carriers or with sbippers, which are not in 
accordance with the tariffs established by this Committee, 
will be at the risk and expense of such initial billing roads, 

‘* Fourth—That in all cases where companies not members 
of the Joint Executive Committee are not maintaining rates 
established by said Committee, that the roads represented on 
this Committee cease pro-rating arrangements and the inter- 
change of business a tarough cars, until satisfactory fuar- 
antee is given that the established tariff rates will be strictly 
maintained.” 

On motion of Mr. Gault, the following resolution was 
added: 

‘* Fifth—That all initial roads shall hereafter be held 
responsible for the faithful maintenance of established rates 
by the agents of the various fust-freight lines who are doing 
business over said roads.” 

The foregoing resolutions were unanimously adopted: 

AGREEMENT NOT TO PAY COMMISSIONS. 


The following resolutions were unanimously adopted: 

‘“* Resolved, That on and after Aug. 15, 1882, no com- 
mission agents shall be employed by any member of the 
Joint Executive Committee, for the purpose of securing 
shipments, and the members of the Joint Executive Com- 
mittee hereby obligate themselves not to pay apy com- 
mission or part of any commission to any soliciting agents 
employed by connecting roads, not members of the Com- 
mittee; that in all cases where commissions are paid, it 
shall be considered a deviation from tariff rates, and shall 
be dealt with as provided in such cases; and that this reso- 
lution shall apply to both east and west-bound traffic. 

“ Resolved, Phat the Commissioner be requested to confer 
with the Chesapeake & Obio, Memphis & Charleston, and 
other lines, for the purpose of securing their co-operation.” 





ASSIGNMENT OF SUBJECTS TO COMMITTEES. 
The Chairman then assigned the following subjects to the 
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respective committees to consider and report at the meeting 
to-morrow: 
Chicago Committee : 
Rates to Montreal. 
Rebate on —— received from Chicago, Rock Island & 
Pacific Railroad at Chicago and Peoria. 
Cincinnati Committee : 
Rates on livestock from Covington, Ky. 
Terminal expenses at Cincinnati. 
St. Louis Committee : 
Rates from Texas. 
Rates from points beyond the Mississippi River. 
Peoria Committee : 
Terminal expenses at Peoria. 
— from Peoria on business from west of the Mississippi 
iver. 
Canadian Classification Committee : 
The question of adoption of the “ official eastbound classi- 
fication” on business from Western Canadian points to 
the seaboard was referred to the three Canadian roads 


COMMITTEE ON RATES FROM POINTS BEYOND THE OHIO 
RIVER. 


The subject of rates from points beyond the Ohio River 
was referred to the following committee: Messrs. Fraser 
(Chairman); McLeod, Skinner, Cochran, Stewart, Geiger, 
Grammer, Parker, Bird. 


RATES WEST FROM BUFFALO. 


Mr. Newell stated that a meeting of the Buffalo roads had 
been held, and a schedule of west-bound rates from Buffalo 
agreed upon ; but that the Grand Trunk Railway was not 
represented at the meeting, and it would require their co- 
operation, which he ho to receive. 

The meeting adjourned to Thursday, July 27. 


THURSDAY'S MEETING. 


‘ The Committee reassembied, pursuant to adjournment, at 
p. m. 


REPORT OF THE CHICAGO COMMITTEE. 


The Chicago Committee submitted the following report : 

‘*The Chicago Committee would report as to the rates to 
be quoted from Chicago to Montreal on local and export 
traffic, that Mr. Seargeant agrees for the Chicago & Grand 
Trunk and Grand Trunk companies to adopt the Philadel- 
phia rate, but if they cannot live by so doing, be claims the 
right to fall back on the Baltimore rate, andif that neces- 
= should arise, he will advise the Commissioner accord- 
ingly. 

“Your Committee believe that the question of rates to 
Montreal is one that should be adjusted by the Joint Execu- 
tive Committee, as it involves the interests of the trunk lines 
as well as all their Western connections. 

‘‘We consider that the Chicdgo & Grand Trunk and 
Grand Trunk companies should agree to charge a fixed in- 
land rate to Montreal on all traffic, both local and export, 
the same as is agreed to throtigh all other ports, and would 


+ Includes all lines east of Pittsburgh and Erie. 


recommend that the matter be referred to the Commissioner 
and the Trunk Line Committee for adjustment.” 

They also reported as follows, regarding terminal ex- 
penses at Chicago: 


‘* First, Resolved, That on and after Aug. 1, 18S2, the 
railroads represented at this meeting, auipaly: 

Lake Shore & Michigan Southern, 

Michigan Central, 

Pittsburgh, Ft. Wayne & Chicago, 

Pittsburgh, Cincinnati & St. Louis, 

Baltimore & Ohio, 

Chicago & Grand Trunk, 


agree for themselves and their fast freight lines, not to bear 
any of the expense for equalizing drayages or deliveries on 
wast-bound traffic at Chicago; and if goods are not called 
for within 24 hours after delivery of notice to consignee, to 
send same to public warehouse for storeage. 

** Second, Resolved, That in view of the action taken by the 
Chicago ruads this day, abrogating the equalizing of dray- 
ages at Chicago, be it resolved, that Commissioner Fink be 
requested to see that the west-bound tonnage be so divided 
by the trunk lines as to give each Chicago road its proper 
proportion of each class, or its equivalent. 

“Third, Resolved, That all roads represented at this meet- 
ing agree that commencing Aug. 1, 1882, they will charge 
and collect one dollar per-car, over and above the rate 
charged, on all car-load freight (except live stock) delivered 
at Union Stock Yards, Chicago, when consigned direct to 
parties at the yards; these charges in all cases to be added to 
the through rate, regardless of original point of shipment, 
and allowed to the terminal road, in addition to its propor- 
tion of such rate, and shown separately on way-bill as a de- 
livering expense, and that all connections, including trunk 
lines, must see that this expense is provided for in all con- 
tracts and bills of lading, and that on all property con- 
signed to Chicago, and reconsigned to the stock yards, a 
charge of three dollars per car will be collected.” 

The report of the Committee was accepted. 


REPORT OF ST. LOUIS COMMITTEE. 


The St. Louis Committee made the following report, 
which was accepted: 

‘The tariff and division of rates from Beardstown, Ash- 
land, etc., having been referred to this Committee, were 
considered, and on motion of Mr. Duncan the following res- 
olution was unanimously carried, viz.: 

‘* Resolved, That the East St. Louisrates shall be charged 
from the following junction points to the seaboard, on all 
business originating ac Missouri River points, or on all busi- 
ness coming from points west of the Missouri River—Cali- 
fornia excepted—viz.: Alton Junction, Springfield, Chapin, 
Ashland and Beardstown. 

‘* Further Resolved, That on all business originating at 
local points on the Chicago, Burlington & Quincy, Chicago 
& Alton, or Wabash railways east of the Missouri River, 
rates shall be made to the seaboard from the east side of the 
Mississippi River, the same as from East St. Louis. It is 
understood that this agreement applies to east-bound busi- 





ness only, and is to continue in force so long as the present 





adjustment of rates by the Southwestern Railway Associa- 
tion remains in force.” 

On motion of Mr. Bird, the following resolution was 
carried: 

** Resolved, That East St. Louis rates shall continue in 
force from Alton and Alton Junction, East Louisiana, East 
Hannibal, Quincy, East Keokuk, and East Burlington, as 
heretofore provided by the Joint Executive Committee.” 

On motion of Mr. Bird, the following resolution was car 
ried, viz: : 

‘** Resolved, That rates on cotton from Texas and Arkansas 
be charged as follows, viz.: From East Hannibal same as 
East St. Louis; and from Cairo twocents higher; that these 
rates be enforced on said business, except such as originates 
at competitive points where rates are pro-rated: but the 
rates and divisions on such competitive business must be first 
approved by the Conimissioner, otherwise the rates estab- 
lished from points east of the Mississippi River will be 
charged.” 

REPORT OF CINCINNATI COMMITYEE. 

The Cincinnati Committee presented the following report : 

** Resolved, That the initial roads at Cincinnati are author- 

ized to pay the actual cost of equalizing rates as per circular 
letters, dated Cincinnati, June 21 and 27, it being under- 
stood that neither one of the Eastern lines is to equalize the 
cost of delivery of freight to their depots (except as pro- 
vided for in said letters) where the property can be taken by 
some one of the Eastern roads without any cost whatever. 
“The cost of switching, trackage, etc., to be agreed upon 
between the several roads, and copy of said charges to be 
furnished each initial Cincinnati road and also to the Com- 
missioner.” 
Objection being raised that the above resolution was not 
in accordance with the action of the Trunk Line Executive 
Committee on June 1, 1882 (see Joint Executive Circular, 
No. 360), the report was referred back to the Committee, 
who subsequentiy made the following report : 

“The Cincinnati Committee, having had a conference 
with the trunk line representatives in regard to switching 
charges at Cincinnati, and not being able to arrive ata 
solution of the matter satisfactory to all parties, beg leave 
to refer the matter to the Joint Executive Committee for 
further consideration.” 

REPORT OF COMMITTEE ON RATES FROM POINTS BEYOND 
THE OHIO RIVER. 

The Committee on Rates from points beyond the Ohio 
River made the following report: 

** Resolved, That the question of rates on cotton be re- 
ferred to the regular Cotton Committee, and that Mr. A. H. 
McLeod’s name be added to the present Cotton Committee.” 

The report was accepted, and it was agreed that while the 
Cotton Committee had the subject under consideration, the 
tariff of May 2 should be used. 

It having been suggested that certain outside lines should 
be represented on the Cotton Committee, the Chairman 
called attention to the fact that under the rules of the Joint 
Executive Committee negotiations with outside lines should 
be made through this office. 

The Committee made the following report, which was 
accepted : 

‘Resolved, That the question of through rates and divis- 
ions of same from territory in Southern Indiana and 
Illinois not now covered by Joint Executive Committee 
rates and regulations be referred to a committee consisting 
of Messrs. Culp (Chairman), Bird, Grammer, Geiger, Dun- 
can, Cochran, Hibbard, Kingsbury and Gays, to meet at 
call of the Chairman. 

“Resolved, That the Commissioner be requested to change 
the record of the resolution adopted at Chicago, Dec. 19, 
1879, on Kentucky tobacco via Evansville, as the Chairman, 
Mr. G. H. Vaillant, says the word “‘traffic” therein should be 
“tobacco,” and that the resolution was not intended to cover 
any other business.” 


REPORT OF THE PEORIA COMMITTEE. 


The Peoria Committee presented the following report: 
“The Peoria & Pekin Railway Company own the side 
tracks and depots in Peoria charging a fixed rate per car 
and per 100 lbs. on all Peoria business, besides requiring 
large annual payments. 

‘*The Committee believes a terminal charge of one 
cent per 100 Ibs. on all freight should be allowed the initial 
roads, which amount certainly represents no more than 
actual cost.” 

{The report of the Committee, as far as it relates to ter- 
minal charges at Peoria, not being in accordance with the 
action taken by the Truok Line Executive Committee (see 
circular No. 360), it was not adopted; and since the Chicago 
Committee have concluded to add charges for similar service 
to the Chicago rate, the Peoria Committee was recom- 
mended to do the same.] 

‘* Regarding the rates on grain from Peoria to the sea- 
board, to apply on shipments originating west of the Mis- 
sissippi River, the Committee beg leave for further time to 
consult representatives of other roads, but think that in the 
meantime the present rules of the Joint Committee should 
govern.” 


ADVANCE IN GROSS RATE ON CATTLE. 


The Chairman stated that in order to secure the ready 
compliance of shippers with the directions of the joint 
agent, as to the route by which shipments of live stock 
should be forwarded, the Trunk Line Executive committee 
had been recommended that there should be a greater differ- 
ence than at present between the gross and net rate on 
cattle. 

The following resolution was adopted : 

‘** Resolved, That commencing Monday, Aug 7, 1882, the 
gross rate upon cattle should be increased to 60 cents per 
100 /bs., on the basis of Chicago to New York ; the net rate 
remaining the same as heretofore. * 
‘* The gross and net rates on sheep remain as at present. 
The difference between the net and gross rates on cattle 


from Chicago to Parkersburg, Wheeling, Toronto, Sala- 
manca, Buffalo and Pittsburgh, to be ten cents, and to 


Albany fifteen cents, the net rate to these points remaining 
as heretofore.” 
DIVISIONS OF RAIL AND WATER RATES. 

Mr. A. H. McLeod offered the following resolution: 

‘* Resolved, That. the percentages arranged with the Mem- 
phis Packet Company and the Southern Transportation 
Company, by the Cleveland, Columbus, Cincinnati, Indian- 
apolis and Cincinnati, Hamilton & Dayton Railroad com- 
panies be continued, and that they apply to all traffic from 
river except cotton, and tbat the same percentages be 
adopted by all other lines from Cincinnati.” 

The above resolution was referred to the Cotton Com- 
mittee. 


SHIPMENTS ON THROUGH BILLS OF LADING, NOT TO BE CON- 
SIGNED TO CARE OF PARTIES AT INTERMEDIATE POINTS. 


It having been charged that lumber shipments from 
Evansville to the seaboard were stopped at Indianapolis 
for inspection, etc., the following resolution was 
adopted: 





** Resolved, That, commencing Aug. 15, 1882, no through 
bills of lading shall be issued or through rates contracted on 
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property consigned to the care of any party at intermedi- 
ate points short of final destination, and that all lines shall 
refuse to pro-rate on property on through way-bills that is 
consigned to the care of any party at intermediate 
points.” 

REPORT OF CLASSIFICATION COMMITTEE. 

The Chairman stated that the vote upon the adoption of 
the report of the Classification Committee (as per Circular 
No. 373) was coming in very slowly, and requested that 
action regarding the report be taken at this meeting. 

On motion the report of the Classification Committee was 
adopted, and the edditions to changes in ,classification, etc., 
a gg recommended, will take effect on Monday, Aug. 7, 

882. , 

RATES ON COVINGTON LIVE STOCK. 


Mr. Stewart, of the Pennsylvania Company, said that raw | 
would have to continue to make the same rates on live stoc 
from Covington as from Cincinnati; and in that case it was 
considered that the other roads not reaching the Covington 
stock-yards would have the right to make the same rates 
from Covington as from Cincinnati, and pay the expense of 
transfer or driving. The proposition was made that the 
Pennsylvania Railroad should deliver live ssock from the 
Covington yards to the other roads at Springfield, Dayton 
and Loveland, but no conclusions were reached. 

These proceedings are sigaed by Albert Fink, Chairman; 
C. W. Bullen, Secretary, and H. C. Blye, General Agent. 


Im provement in Interlocking Apparatus. 


The following report, made by Colonel Yolland, the 
Chief Inspector of the Board of Trade, at the request of the 
London, Brighton & South Coast Railway Company, of a 
means of preventing mistakes by signalmen, which has been 
put down as an experimeut on a part of that road, will be 
interesting : 

‘*One of the principal alterations introduced by Messrs. 
Saxby & Farmer in the recent improvements of the lock 
and block apparatus has been in the intreduction of a 
treadle near each signal box, electrically connected with 
the telegraph instruments in the signal boxes at the stations, 
rendering it necessary in the working of the block system 
that the actual running of each train should exercise a most 
important control over the signalmen in the signal boxes. 
Thus, on the wheels of an arriving train passing over the 
treadle, which may be placed in advance of, or some dis- 
tance beyond, the signal box, permission is thus given to the 
signalman in that box that he may give back ‘line clear’ 
by the telegraph instrument to the station from which the 
train has arrived, and thus telling the signalman there that 
the line between the two signal boxes is clear of the train 
which he last dispatched, and was ready for another train 
to proceed. 

‘** You areaware that the idea of making a train contribute 
to the safety of the public traveling on railways, by tele- 
graphing its own arrival at stated points is by no means 
new, and has long been advocated by the inspecting officers 
of the Board of Trade, and sundry experiments have been 
made to carry it into effect with success, but this has 
hitherto, as far asl am aware, been fouud impracticable 
from the liability of the treadles to get out of order or to 
be destroyed altogether by the repeated blows received 
from the wheels of a trainin rapid motion. This objection 
has now, I think, been satisfactorily got rid of 
in this system, by making the deflection of the 
rail itself, acting upon the short arm of a 
ever always in contact with the under side of the rail, the 
means of making an electrical contact through the long arm 
of the same lever with the telegraph instruments in the 
signal boxes. This electrical connection with the telegraph 
instruments in the signal box takes off alock that prevents 
the signalman from moving the handles by which the signal 
‘line clear’ is transmitted. This part of the apparatus is only 
likely to fail from the power of the battery not being prop- 
erly maintained, or from carelessness on the part of the 
plate-layers in disturbing the treadle, which is placed be- 
tween the rail in the four-foot space, and if out of order, 
must at once become apparent to the signalman in the ad- 
jacent signal box. Another important alteration consists in 
the introduction of the electric ‘slot,’ by which the starting 
signals at one station are controlled from the next station in 
advance, so that it is rendered impossible for the signalman 
at a station to lower the out-of-door ‘starting signal’ fur a 
train to leave that station until he has received ‘line clear’ 
from the next station or signal box in advance; and as soon 
as a train has been started and signaled to the station or 
signal box in advance, and is acknowledged by the signal- 
man in advance sending back * line blocked’ on the telegraph 
instrument, ‘the starting signal’ is simultaneously, and by 
the same act of sending ‘line blocked,’ again me to ‘ danger.’ 
This is not optional, but compulsory, as the very actj of 
pressing in the plunger puts the starting signal at the rear 
station to ‘ danger.’ 

“The arrangements by which, hitherto, a signalman might 
at any time make a mistake, and give back ‘line clear’ when 
it it is not clear, or send on a train through a mistake in 
signaling when it should not have been sent on, are alto- 
gether changed. The assent of two men is by this system 
required to make a mistake, and this is coupled with the 
further security obtained from the train itself virtually tele- 
graphing its own arrival at the advanced station or signal 
box, so that I do not see how, if this system be adopted and 
is faithfully carried out, a collision between following trains 
can take place.” 


General QMailroad Mews. 
- MEETINGS AND ANNOUNCEMENTS. 
Meetings. 
Meetings will be held as follows: ? ‘ : ' 
Cincinnati, Hamilton & Dayton, special meeting, in Cin- 
cinnati, Aug. 16, to vote on the question of issuing $1,000,- 
000 preferred stock. p ; 
Memphis & Charleston, adjourned special meeting, at 
Huntsville, Ala., Aug. 22, re : 
Boston & New York Air Line, special meeting in Middle- 
town, Conn., Sept. 13, to vote on Pa lease of the 
road to the New York, New Haven & Hartford Company. 
Railroad Conventions. 
The Traveling & Passenger Agents’ Association will hold 
its annual Convention in Montreal, —_ 9. : 
The National Association of General Passenger & Ticket 
Agents will hold its next meeting, pursuant to adjournment, 
in Montreal, Sept. 19. : 
The Master Car-Painters’ Association will hold its annual 
convention in Chicago, beginning Sept. 29. 
Dividends. 
Dividends have been declared as follows : 
Rutland, 1 per cent. on the preferred stock, payable 
Sept. 1. The transfer books close Aug. 15. 
New York, Providence & Boston, 2 per cent., quarterly, 
payable Aug. 10, Transfer books close July 31. 
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MILEAGE EARNINGS. EARNINGS PER MILE. 
Name or Roan —_—_—-_—_— - es eee ——_—— a — + 
: ’ 

1882. | 1881.| Inc. \Dec| P. e. 1882. 1881. | Increase. Dec. P.c. 1882.' 1881.|/Inc.|Dec. P. ¢. 
PN, Gees = ae st eae ee: eat mB a) Ses eee 
Ala. Gt. Southern... . 290} _ 290)...... as GEE : 848. ey, eae 4.5 1,350 1,196 S, ee 4.5 
Atchison, Top. & S. F... 1,800} 1,627, 173).... 10.6] 6,800,718 5,396,206) 1,404,512).......... 26.0 3,778, 3.317) 461 13.9 
Buffalo, Pitts. & West... 208! 205 3). 1.5| 383,156) 066) Ss ieukd 29.0 1,842) 1,449] 393]..... 27.1 
Bur.,Cedar Rap. & No. 620) 564 5 9.9| 1,291,399) 7,032) 294,367|.... .. 29.5 2,083 1,768] 315!..... 17.8 
Cairo & St. Louis...... | 146) 146......).... Pipe 170,018 207,208] ........... 37,2:0 18.0 1,164 1,420).:..| 256) 18.0 
Central Iowa....:.:. 244, 190 54.... 28.4) 546,171, 390.456) 155,715: 39.9 2,238 2,055] 183]..... 8.8 
Central Pacific ........ 2,923) 2,606 318 .... 12.2) 12,176,568) 10,869,924' 1,286, 11.8'4,166' 4,180)....] 14 0.3 
Ches. & Ohio.......... | 467) 485 32)..... 7.4) 1,388490! 1,926,123 7.12,973| 2,980|....| 7 0.2 
Chi. & Alton..... ..... 847) 849 7\...., 0.8) 3,424,584! 3/245'958 5.514.043, 3,864| 179]..... 4.6 
Chi. & Eastern Ill... .. 232; 220 12)..... 5.5] 814,510 760,457 7.1/3,511) $,457| 54]..... 1.6 
Chi., Mil. & St. Paul... 4,208) 3,796 412,.... 10.8] 9,140,000} 7,118,801! 28.4 2,172) 1,875] 297]..... 15.8 
Chi. & Northwestern... 3,280, 2,793. 487 .... 17.4) 10,504,489) 9,042/724/ 16.2 3,203! 3,238|....| | 35/. 1.1 
Chi., St. P., Minn. & O..| 1,035) 95 85... 8.9} 2,217,433) 1,683,927 31.7/2:142) 1.773] 3éy|..... 20.8 
Chi. & West Mich......| 325) 320 5 ...., 1.6] — 719,236) 596.3% 20.6 2,213) 1.864 349]..... 18.7 
Cin., Ind., St. L.&Chi., 300) 300).... 20... 00... | 1,210,087! 1,109,252 9.1 4,033, 3,697; 336]. ...)° 9.1 
Cia., N.O. & Tex. Pac; 336) 336)......)....)..00. 1,184,183! 1,004,587) 17.8 3,524 2,919] 534| ....| 17.8 
Cleve., Akron & Gol...) 144) 1441.00.00 200000. | “"235!461| "2031317 15.8 1.625) 1.442] 323)... || 15.8 
Col., Hock’g Vy. & Tol. 320) 320... .../..........| 1,265,704) 1,038,646] 21.9 3,955: 3,246) 709].....| 21.8 
Denver & RioGrande.. 1,063) 635 428)... 67.4) 3,151,633) 21555,757 23.3 2,965! 4,025|....|1060| 26.3 
Des M. & Ft. Dodge*.. 84), 84)... . |e... ee. | 176,287 162,638 8 4 2,099] 1,936] 163)..... 8.4 
pn eee 282 2.... 0.7) 1,503,591) 1,394,182 7.8 5,294) 4,944] 350)..... 7.1 
Flint & Pere Margq...... 345) 318 27). 8.5) 1,047,152 904,666 15.6 3,035) 2'845] 190)... 6.7 
Gal., Har.& San Anto. 256) 256... .... .....) 624,390 568.9. 9.7 2,439) 2:23] c16)..... 9.7 
Grand Trunk*.......... 1,460) 1,408 52. 3.7| 5,321,895] 5,366.205|........ .. 0.8 3,645) 3,811 166, 4.4 
Great Western*........ 526) 526...... Sad Red | 2,412,610] 2,584,056) 6.6 4,587) 4.913]._""| 326) 6.6 
Hannibal & St.Jo.... 292} 292 00: | ,278) 1,008,133) 10.3 3,097) 3, 56, 10.3 
Houston, E. & W. Tex. 104 18,.... 20.9 122,323 66,010) 85.3 1,176) 53.1 
UL. Cent., 111. lines. a, Re OR, Pia j 3,203,330) 3,065,375! 4.5|3,489 4.5 
Towa lines............ | 402} 40B)......)....[.....] 905,425 787,833 14.9/2.252 14.9 
Ind., Bloom. & West.... 555) 555)....../.... ... .| 1,152,435) 1,146,648] 0.5 2.076 2 0.5 
Kan.City.Ft. Seott&G. 334| 305 29 9.6} 761,731 687,888 10.7/2,281 1.2 
Lake Erie & West.. ... =. a ee Ree 657,780 625,589) 5.1 1,704 5.1 
Lake Shore &Mich.So.* 1,177} 1,177,......).......... 8,026,200 8,954,926|...... ... 10.3)6,819 10.3 
Long Island... ....... 335| 321 14)..... 4.1) | 921,859 811,351) ’ 13.6 2,752 8.9 
Louisville & Nashv.. .| 2,025| 1,840/ 185)... (10.1) 6,084,664) 5,477,515, 7 11.13 005 te 0.9 
Mar., Hought. & Ont.. ae eset sas ....| 483,134 272,234| 77.5/5.490 : 77.5 
Mich Central*.. ....... 950) 875 7).... 8.6! 4,177,500 4.340;000! 3.7/4,397, 4.960 ....| 563) 11.4 
Mil., Lake Sh. & West., 280) 250 39..... 12.0 07,543 239.467) 70.3)1,456' (958) 498!..... 52.0 

Mo. Pacific lines : | 
Central Branch...... 6.3 382,312 460,008 16.9 1,009) 1,533 ....| 524) 34,9 
Int. & Gt. No......... 24.4) 1,342,958 1.143.763 17.4/1,7:33) 1,836) ....| 103): 5.6 
Mo., Kan, & Tex 26.4) 2,647,327 2,295.32: 15.3'2,788) 2,588)....| 400) 15.4 
Mo. Pacific.........-- 7 18.2| 3.215.579 3.033/224 6.0.3,709| 4/138 |...) 429) 10.3 
St. L., Iron Mt. & So. 3) 685 7.0) 3,231,308, 3,335,429 3.1/4,408) 4,869 ... 461! 9.5 
Texas & Pacific... .. 37, 749—-218).... 2 »1) 2,062,824! 1.732.446 19.1/2,133] 2,313) . .| 189] 7.8 
Mobile & Ohio.......... 528) 506 22|..... 4.3) 887,727) 1,117,899 .......... 230,172) 20.6/1,681 2.209 ....| 528) 23.9 
Nash., Chatta. &St.L., 4671 467...... hese Fe .| _ 886,745 1,079,224 0777730777. | 192,479] 17.7|1,899| 2,311 .....| 412] 17.7 
N. Y. & New England. 396) 316 80.... 25.3) 1,533,171. 1,240,998 23.5/3,872| 3,927 .....| 55) 14 
Norfolk & Western 428; 428)... ... es ae 1,024,959 995,129 3.0)2,395| 2,325) 70|..... 3.0 
Northern Central. 326] 326....... ey ee 2,651,671, 2,661,868 0.4.8:134| 8.165)... | 31] 0.4 
Northern Pacific. 1,060| 732 328 .... 44.8) 2,586,041) 1299/25 98.9'2,440) 1,775 665|..... 37.5 
Ohio Central... a es eet ee 455,986 274.791 65.9 |1,965| 1,184 781|..... 65.9 
Pennsylvaniat......... 927; 1,890 37 1.1) 22,650,853) 21,553,842 5.0 11754 11,404 35(}..... 3.1 
Peoria, Dec. & Evans... 254) 220 34.... 15.5) 364,272 279,317 30.4 1.434| 1,270) 164]..... 12.9 
Phila. & Reading..... i | es Red es | 9,531,496 9,137,089 4.3 9,589! 9,1 7 4.3 
Richmond & Danville... 757) 757 5 ees 1,666,096 1,597,685) 4.3 2,201| 2°111) * 90): 4.3 
Rochester & Pittsb’g.. 108] 108).......... ices | 135,944 106,539) 27.5,1,259| 986 27: 27.5 

St. L., Alt. & T. Hi, | | 
Main Line.......... 195} 195....... es 580,720 716,245) 18.9} 2,978) 3,673) ....| 695] 18.9 
Belleville Line. ...... 121) 121.......... ....| 386,581 368,381) 4.9)3,195) 3,044 151)... .| 4.9 
St. L.& San Francisco. 660) 592 68,.... 11.5) 1,513,849: 1,461,671) 4.6|2,294| 2,469) ...| 175] 7.2 
St.P.,Minn.& Manitoba 910) 740' 170.... 23.0 3,631,034 1,948,280 86.4 3,990) 2,633 1357)... 51.5 
Scioto Valley. . ...... 128} 105 23.... 21.9! 234,262 64.963) 9,2 42.0/1,830) 1,571, 269]... .. 165 
Tol., Cin. & St. L...... 414 310 104.... 33.5) 436,146 287,437| 153,709)... 54.5/1,053} 911/142]... 15.6 
Union Pacific.......... .720| 3,404 316 9.3) 13,099,000, 10,964,000] 2,125/000 .. 7.2...” 19.5|3,521) 3,221) 306 9.3 
Virginia Midland ...... 363)  353)......! ...'.-.-. 611,574 560,634) 50,940).... . 9.1)1,733) 1,588) 145) ..... 9.1 
Wab., St. L. & Pac.....| 3,350! 2.480 870 35.1) 7.411,248 6,227,266) 1,183,982'......... 19.0)2.212/2.511!....| 299] 5.9 
Wisconsin Central..... 520 REE G Re HEPES } 928,006 661,887) 266,119)......... 40.2/1,785) 1,273) 512)..... 40.2 
Total, 66 roads .... s2,a00|90, 668 a |181,970,205 163,343,960|20,824,557/2,198,312]...... |3,475| 3,486)....)  11}...... 
Total inc. or dec..|.......].. .... 5,510)... 11.8) ROLE, Re BBY >. F< erere | See ie BEE ll} 03 
| ! i 

















* Roads marked thus are not in the table of earnings for June. 








Kansas City, Ft. Scott & Gulf, 4 per cent., semi-annual, 
on the preferred stock, payable Aug. 15. 


Mobile & Ohio, 2 per cent. on the first-preferred income 


and sinking fund debentures, 1 per cent., a Sept. 1, 
the remaining 1 per cent. payable Feb. 2, igs: . 

IUinois Central, 344 per cent., semi-annual, payable Sept. 
1. Transfer books close Aug. 12. 


Foreclosure Sales. 








+ Includes all lines east of Pittsburgh and Er‘e 





percentages of live-stock traffic to the trunk lines. This 
award, it is reported, gave 32.1 per cent. of the New York 
business to the New York Central, 24.9 to the Erie, 38.8 to 
the Pennsylvania, and 4.2 to the Baltimore & Obio. The 
Erie and the Baltimore & Ohioare said to have been the 

| appellants. : 

| ‘The Vandalia Line has made claim toa large proportion of 
the live stock shipped from St. Louis, Saying that it hasalways 
carried more than the proportion awarded it (22 per cent.), 


The Indianapolis & St. Louis road was sold in Indian-| when the gross rate of LO cents per 100 1bs. more than the 


apolis, July 28, under foreclosure of the second mortgage, 
to Judge Burke, Attorney for the Cleveland, Cclumbus, 
Cincinnati & Indianapolis Company, the — paid being 
$1,396,000. There were three bidders—Judge Burke; Mr. 
G. W. Parker, who represented stockholders of the St. 
Louis, Alton & Terre Haute Company, and Mr. H. C. 
Moore, who was said to represent the Indiana, Bloom- 
ington & Western, and also the New York, Lake Erie & 
Western. The sale was made subject to the first mortgage 
for $2,000,000, and to the obligations imposed by the lease 
of the St. Louis, Alton & Terre Haute road. Formal notice 


was given by that company prior to the sale that the pur- | 


chaser would be held accountable for certain equipment 
turned over at the time of the lease. It is said that the 
second-mortgage bondholders will contest the confirmation 
of the sale. 

The Peoria & Springfield road. 
Pekin, 10 miles, was sold in Peoria, July 28, and bought for 
$509,000 for account of Mr. C. Cummings, who is 
President of the Peoria, Decatur & Evansville and the Lake 
Erie & Western companies. 
operated for some time by the Peoria & Pekin Union 
Company. 


Southern Railway & Steamship Association. 


A meeting of the Rate Committee is called, to meet at No. 
46 Bond street, New York, Wednesday, Aug. 9, at 10 
o’clock a. m. 

The following are among the subjects to be consdered at 
the session : : 

Rates on Merchandise from Boston to points South. 

Rates on Cotton to Southern and Eastern Ports. 

Rates on Cotton to New England Towns. 

Rates from the West to South Atlantic Ports. 

All steamship lines are requested to send representatives 
especially to consider the last named subject. ; 

In accordance with the rules, all members of the Associa- 
tion, or lines working with it, are invited to send representa- 
tives of their lines, if desired, to this and all sessions of the 
Rate Committee. 

New York Co-operative Meetings. 

A full report of the proceedings’ of the Joint Executive 
Committee on Wednesday and Thursday of last week is 
given on another page. Tuesday, at Mr. Fink’s office, Mr. 
Adams heard arguments concerning the division of the Chi- 
cago traffic. The arguments of the appellants were not 
presented in time for the other companies to answer, and 
two week’s more time were given for argument, after 
which Mr. Adams will have two weeks to make his decis- 
ion, which will thus be due Ang. Argument was also 

's 


from Peoria, IIll., to 





heard on an appeal from Mr. preliminary award of 


The road has been leased and} 


| net rate tended to make shippers ship according to the ap- 
| portionment. The Chicago & Alton, the Wabash, the In- 
| dianapolis & St. Louis and the Vandalia line receive each 
22 per cent. of the St. Louis live stock by the existing divi- 
| sion, and the Ohio & Mississippi 12 —— The question 
| of a new apportionment has been submitted to Mr. Fink. — 
There were also sessions of the Joint Executive Commit- 
| tee Friday and Saturday of last week, concerning the divis- 
| ion of passenger earnings and the question of reduced rates 
| by routes which have a disadvantage in distance, inability to 
| run through cars or otherwise. Prominent routes demand- 
ing the privilege of making such reduced rates are those of 
the Erie & New York, Pennsylvania & Ohio, and the New 
New York Central and Bee Line, between New York and 
Cincinnati, and the Grand Trunk, between Boston and other 
New England towns and Chicago. ; 2 , 
Thefdata are not yet all collected which will make it possi- 
ble to divide the passenger earnings, and after it is complete 
probably argument will be held before there is any division, 


ELECTIONS AND APPOINTMENTS. 


Atlanta & West Point.—At the annual meeting in At- 
lanta, Ga., July 26, the following directors were chosen: 
W. B. Berry, J.S. Bigby, L. P. Grant, L. M. Hill, C. H. 
Phinizy, D. M. Speer, Wm. M. Wadley. The board elected 
L. P. Grant, President; Ceci] Gabbett, Superintendent: 
D. W. Appler, Secretary and Treasurer. Mr. Appler suc- 
ceeds Mr, Wm. P. Orme, who retires on account of ill health. 


Brainerd, St. Paul & Grand Forks.—The officers of this 
company are: President, ©. B. Sleeper; Vice-President, C. A. 
DeGraff; Secretary, F. B. Thompson; Treasurer, N. Me- 
Fadden. Office at Brainerd, Minn. 


Canada Southern.—Mr. Robert Potts has been appointed 
General Master Car-Builder of this company, to take effect 
Aug. 1. 


Charlotte, Columbia & Augusta.—Mr. D. Cardwell is ap- 
| pointed Assistant General Freight and Ticket Agent, with 
| office in Columbia, 8. C. 


Chicago, Burlington & 
beer. appointed Superinte 
with office at Ottumwa, la. 
of the Chicago Division. 


Hornelisville & Conhocton Valley.—This company § has 
been organized with the following directors: Charles Adsit, 
F. G. Babcock, Harlo Hakes, Charles Hartshorn, Alexander 
Jones, B. McConnell, John McDougall, I. W. Near, Esek 
Page, Frank D. Sherwood, Hornellsville, N, Y.; Abel R, 


quince J. B. Maxon has 
ndent of the Middle Iowa Division 


He was recently Road-Master 
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Higgins, Aaron McConnell, Howard, N. Y.; John Daven- 
port, Bath, N.Y. The board elected F. G. Babcock Presi- 
dent; Charles Hartsborn, Vice-President; I. W. Near, 
Secretary; Charles Adsit, Treasurer; Harlo Hakes, Attor- 
ney. 


Joint Executive Committee.—Mr. Nathan Guilford has 
been — Assistant Commissioner at the request of 
Mr. Fink, who finds himself overwhelmed by the work 
which has been assigned to the office since the close of the 
railroad war. Mr. Guilford was formerly General Freight 
Agent of the Baltimore & Ohio Railroad, four years ago 
was made Commissioner for the combined Chicago roads, 
and then for a short time assisted Mr. Fink in New York, 
but was soon made General Manager of the Manbattan Rail- 
way Company. Fora year or so past be has been with the 
North River Construction Company. 


Louisville, Evansville & St, Lowis.—Mr. John J. Collier 
has. been appointed Auditor, with office in Louisville, Ky. 
3d was recently with the New York & New England in 
3oston. 


Middlesex Central.—This company has elected S. W. 
Richardson President; Charles B. Dodd, Clerk and Treas- 
urer. The road is leased to the Boston & Lowell.} 


Minneapolis & St. Louis.—Mr. 8. F. Boyd has been ap- 
pointed General Passenger and Ticket Agept. He has been 
for some years Chief Clerk in the Passenger Department of 
the Chicago, Rock Island & Pacific road. 


New York, Chicago & St. Louis.—Mr. George B. Spriggs 
has been ig at General Freight Agent of this road. He 
was formerly Assistant General Freight Agent of the Balti- 
more & Ohio, and afterwards General Freight Agent and 
lately Traftic Manager of the Great Western, of Canada. 


Richmond & Danville.—In addition to the appointments 
of General Freight and Passenger Agents in connection with 
the Associated Bailronds, Mr. G. S. Barnum has been ap- 
pointed Assistant General Freight Agent, and Mr. W. J. 
Houston Assistant General Passenger Agent, with offices in 
Atlanta, Ga. 


Southern Pacific.—At the annual meeting in San Fran- 


ciso, July 28, the following directors were chosen: Charles |. 


Crocker, Charles F. Crocker, Moses Hopkins, W. V. Hunt- 
ington, Charles Mayne, N. T. Smith, J. L. Wilcutt. The 
board re-elected Charles Crocker President; J. L. Wilcutt, 
Secretary; N. T. Smith, Treasurer. 


Utica, Ithaca & Elmira.—The New York Supreme Court 
has appointed Mr. A. B. Chamberlain, of Elmira, N. Y., Re- 
— of this road. He was formerly connected with the 

rie, 


PERSONAL. 


—Mr. W. N. Moffett has resigned his position as superin- 
tendent of the Connotton Valley road. 








—The Missouri Democrats have renominated Mr. James 
Harding as their candidate for Railroad Commissioner. 


—Mr. Jobn P. Laird, General Superintendent of the Flor- 
ida Central & Western road, died in Tallahassee, Fla., July 
29, of Bright’s disease of the kidneys. He had been connected 
with the Florida lines for a number of years. 


—Mr. Wm. P. Orme, for twenty-four years Secretary and 
Treasurer of the Atlanta & West Point Company, has retired 
from that position on account of continued ill health. Mr. 
Orme has been a faithful and efficient officer, and the direc- 
tors and stockholders expressed much regret at his retire- 
ment. 


TRAFFIC AND EARNINGS. 


Railroad Earnings. 


Earnings for various periods are reported as follows : 
Six months ending June 30 :, 
4 1881. Inc. or Dee. P.c 





N. Y., Pa. & Ohio.:...... 2,640,197 $2,729,988 D. $89,791 3.3 
Month of June: 

N. Y., Pa. & Ohio........ $460,438 $447,279 I. $13,159 2.9 
Month of May: 

St. John & Maine ....... $12,181 $9,767 I. $2,414 24.6 
Net earnings...... .:.. 1,915 | PE ee He. 
Thirl week in July: 

Chi. & Eastern Ill........ $38,001 $31,286 I. $6,715 21.6 

Chi. & Gd. Trk..... Kae 30,922 25,069 I, 5,853 23.4 

Ohl., Be. & Oe P........ 337,000 349,520 D. 12,520 3.6 

Chic. & Northwest....... 462, 415,218 I. 47,450 11.4 

Wabash, St. L. & P...... 378,814 303,707 I. 75,107 24.7 





* Loss. 
Grain Movement. 


For the week ending July 22 receipts and shipments of 
grain of all kinds at the eight reporting Northwestern mar- 
kets and receipts at the seven Atlantic ports have been, in 
bushels, for the past six years : 


Northwestern shipments.— 
: 3 


' Northwestern c.by Atlantic 
Year. “receipts. Total. By rail. rail.” receipts. 
1877.... 3,151, 3,123,145 318,848 10.2 2,013,274 
1878. .. 4,765,172 3,652,063 1,338,719 36.7 5,003,895 
1879.... 4,851,503 5.160,422 1,545,265 30.0 7,450,637 

7,826,850 6,859,034 1,526,180 23.3 9,428,106 
1881L.... 4,950,743 4,721,037 1,868,110 39.6 6,238,434 
1882 ... 5,615,149 3,951,411 1,564,504 39.6 2,665,361 


The week is notable for a sudden and great increase in the 
receipts and shipments of the Northwestern markets, where 
not only is the new wheat coming forward, but also the re- 
ceipts of corn are materially greater than heretofore. The 
total grain receipts were 2,182,000 bushels (65 per cent.) over 
those of the previous week, and of this increase 1,506,000 
bushels were wheat and 676,000 corn. The corn receipts, 
however, were 70 per cent. less than in the corresponding 
week of last year, while the wheat receipts were 158 per 
at greater, and greater than in any previous year except 

The total grain receipts at these markets, it will be seen, 
were 131¢ per cent. greater than last year, and greater than 
in the corresponding week of any previous year except 
1880, The week was one of unusually small receipts last 
year, however. Not for eight weeks before and twelve 
weeks afterwards were they so small. But the change is 
still a marvelous one, for while the increase is 65 per cent. 
over the previous week, it is 1971¢ per cent. over the week 
ending July 15, and 77 per cent. above the average weekly 
receipts of the first half of this year,and larger than in eny 
previous week since the middle of October. @ 

The shipments of these markets though smaller than in the 
corresponding week for three years previous, were 60 per 
cent. more than the week before, and the largest since last 
November. The increase in rail shipments is notable; they 
are larger than in the corresponding week of any previous 
year except last year, and at the prevailing rates, the earn- 
ings from the shipments were about 40 per cent. greater 
this year. The shipments down the Mississippi this week were 
316,602 bushels, or 8 per cent. of the total, whicb is nearly 
equal to the aggregate river shipments for the six preceding 








weeks. These shipments, too, were nearly all wheat, whic 


indicates that they were for export. 

The Atlantic receipts had not yet much felt the increase 
in grain movement. They were smaller than in any cor- 
responding week since 1877, and 57 per cent. less than last 
year; were but 18 per cent. more than the week before, and 
were exceeded unly three weeks before. They must very 
soon feel the heavier Northwestern movement, however. 

Of the Northwestern receipts Chicago had 46.8 per cent., 
St. Louis 29.3, Toledo 8.8, Peoria 4.9, Milwaukee 4, Cleve- 
land 4, Detroit 1.7, and Duluth 0.5 per cent. There being a 
total increase of 2,282,000 busbels over the previous week. 
Chicago gained 1,005,000, St. Louis 640,000, and Toledo 
390,000, The grain at Chicago is chiefly in corn, which 
formed more than half of its receipts ; at St. Louis and To- 
ledo it is almost wholly in wheat, which formed nearly five 
sixths of their receipts. Chicago, however, is receiving 
much new wheat from Kansas and tke vicinity of St. 
Louis. 

Of the Atlantic receipts, New York had 52.4 per cent., 
Baltimore 21.9, Philadelphia 10.8, Boston 8.7, Montreal 6, 
and Portland 0.2: per cent. Noreceipts are reported at New 
Orleans. The most notable change from the previous week 
isa gain of 341,400 bushels (141 per cent.) at Baltimore, 
its receipts this week being nearly equal to its average 
monthly receipts in the first half of this 
year and larger than in any other previous week since the 
middle of September last. They were, however, 44 per 
cent. less than in the corresponding week of last year. Bal- 
timore is the first seaport to feel the shipments of new 
winter wheat. Of its receipts this week 95 per cent. were 
wheat, and it received 301¢ per cent. of the total Atlantic 
wheat receipts. Of the exports for this week 66 per cent. 
went from New York, 15.3 from Baltimore, 13.8 from 
Montreal, 2.7 from Philadelphia, and 2.2 per cent. from 
Boston. Exports from Atlantic ports for the week ending 
July 26 were 1,772,306 bushels of grain and 49,325 barreis 
of flour, against 3,984,460 bushels of grain and 72,329 bar- 
rels of flour in the corresponding week of last year. 

Exports for eight weeks ending July 26 for three succes- 
sive years have been : 

1880. 1881. 1882. 

686,396 593,175 392,994 
52,152,105 33,145,487 9,669 ,750 

The decrease in flour is 3334 per cent. from 1881 and 42% 

er cent. from 1880; in all grains it is 70 per cent. from 
ast year and 80 per cent. from 1880; in corn it is 94 per 
cent. from last year. 

For the week ending July 29 receipts and shipments at 
Chicago and Milwaukee were: 
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--——-Receipts.——— ———-Shipments.-——. 

1882. 1881. 882. 1881. 
Chicago........ 3,072,753 3,777,180 2,435,157 3,848,426 
Milwaukee..... 245,437 256,470 95,006 177,433 
iis cisvce 3,318,190 4,033,650 2,530,163 4,025,859 


The receipts were 28 per cent. and the shipments 37 per 
cent. less than last year, but the receipts were much greater 
than in previous weeks of this year. 

For this week ending July 29 receipts and shipments at 
Buffalo were: 


- —Receipts.-—— 
1882 1881 


-~-— Shipments.—-— 
1882. 1881 


By rail...... 853,000 2,317,500 1,029,000 1,462,500 
By water........ 1.553.510 813,000 484.550 1,083,660 
Oe ee 2,406,510 3,130,500 1,513,550 2,546,100 


It thus appears that the rail receipts were 1,464,500 
bushels less and the lake receipts 740,510 bushels more than 
last year, which is sufficiently accounted for by the higher 
rail rates this year. 

Of the shipments, 6814 per cent. went by rail this year 
and 5714 per cent. last year. 

Receipts at four Eastern ports for the week ending July 
29 were: 















Bushels: New York. Boston. Phila. Baltimore. Total. 

1882 1,843,908 268,990 483,800 1,429,142 5,025,840 
1881 3,912,977 389,875 571,250 = =1,250,185 6,124,307 
1880 5,239,958 671,125 965,500 2,028,195 8,904.778 
1882 45.8 67 12.0 35.5 100.0 
1881. : 63 9 6.4 9.3 20.4 100.0 
ji oe 58.9 7.5 10.8 22.8 100.0 


The increase this year over last week v as 1,471,000 bushe’s 
887,600 bushels of which is at Baltimore, 197,000 at Phila- 
delphia and 408,000 at New York. Theincrease, at Balti- 
more at least, is directly traceable to the new winter wheat 
crop; its wheat receipts last week were no less than 1,380,- 
672 bushels. 

What a change this is may be judged from the fact that 
during the first half of this year Baltimore’s receipts of grain 
of all kinds average but 146,000 bushels weekly. This is the 
time when the Baltimore receipts are usually largest. Even 
last year, when the wheat crop was a failure, and perhaps 
worst in the country which supplies Baltimore, we see that 
its receipts were 1,250,000 bushels. 

Of the New York receipts, only 280,950 bushels (15.2 per 
cent.) were by canal this year, against 1,291,190 bushels 
(83.8 per cent.) last vear. 

Buffalo grain receipts up to July 31 are reported as 
follows, flour in barrels and grain in bushels : 





——-—Flour.-—-—- — —-———-Grain,——_—— 

1882, 1881. 1882. 1881. 
By lake..... 346,835 386,559 20,403,852 27,779,339 
| 4.” arr 378,740 538,500 11,587,900 18,189,800 
| ee . .- 925,575 925,059 31,991,772 45,969,139 
Per cent. byrail. 4°.9 58.2 36 2 39.6 


Flour receipts were almost the same in both years, the 
rail and lake proportions changing places. The grain re- 
ceipts fell off 30.4 per cent., the decrease being greatest in 
rail receipts. 

Shipments eastward of grain received by lake for the 
same period were as follows, in bushels: 





1882. 1881. Decrease. P.c. 

By canal... .......... 11,475,092 14,440,427 2,965,335 20.5 
BE MENS Oui Begircedaicina 4,876,320 11,276,128 6,399,808 56.8 
| eee 16,351,412 25,716,555 9,365,143 36.4 
Per cent. by rail...... 29 43.8 Bee aches 


The canal opened April 11 this year and May 17 last 
vear. 

Baltimore grain receipts in July were as follows, flour in 
barrels and wheat in bushels, flour reduced to wheat in the 
totals: 














1882, 1881. Inc. or Dec. P. c. 
I, Se oaicstaisa 77,004 65.119 I. 11,885 18.3 
RR cu cevcntcckebece 2,707,361 2,206,603 I. 500,758 22.7 
errr 153,852 2,028,721 D. 1,874,869 92.4 
Bad wide eckaneaves 65,076 31,176 I. 33,900 108.7 
BN 5 ch onaeeseeensscen 9,080 3,094 I 5,986 193.1 


2,935,369 
Total, flour reduced ae 
to wheat........ ..3,320,389 4,595,189 D. 1,274,800 27.7 


Exports for July were 32,091 barrels of flour and 1,827,- 
951 bushels of wheat. 


Total grain........ 4,269,594 D. 1,334,225 3L.2 











cm 


Coal Movement. 


Coal tonnages for the week ending July 22 are reported 
as follows : 


1882. 1881. Inc. or Dec. P.c. 


Anthracite. .... .,.... 681,069 661,685 I 19,184 2.8 
Semi-bituminous....... 69,775 105,762 D. 35,987 33.9 
Bituminous, Penna.... 69,272 45,824 I. 23,448 50.9 
Coke, Penna....... . . 46,856 52,009 D. 5,143 9.9 


Nothing has yet been given out by the anthracite com- 
panies as to the August price list. 

Coke shipments show a decrease for the first time this 
year. This is largely due to the iron strike. 

The coal tonnage of the Pennsylvania Railroad for the 
week ending July 22 was: Coal, 175,907; coke, 46,856; 
total, 222,763 tons. The total tonnage this year to July 22 
was 6,095,938 tons. 

‘Boston coal receipts for the seven months ending July 29 
were : 

1882. 1881. Inc. or Dec. P.c. 

Amtbracite ....... 6.005.055. $57,081 740,702 I. 216,379 29.2 

Bituminous. .... .. ..... 165,989 145,506 I. 20,483 13.9 

English and Nova Scotia... 10,658 20,929 D. 10.271 48.0 

ES re re 1,173,728 907,137 I. 226,591 25.0 

The anthracite coal tonnage of the Belvidere Division, 
Pennsylvania Railroad, for the seven months ending July 
July 29, was as follows : 





1882. 1881. Increase P.c. 
Coal Port for shipment.......... 46,56 30,285 16,279 54.2 
S. Amboy for Shipmeut.... 41.489 10.8 
Local Ports on N. J. lines ee 10,646 2.7 
Co.’s use on N, J. lines............ 61,017 12,896 21.2 








SR ay ne ee -....... 948,764 867,444 81,320 9.4 

Of the total this year 767,585 tons were from the Lehigh, 
and 181,179 tons from the Wyoming Region. 

The Pittsburgh Telegraph reports that the coal operators 
on the Pittsburgh, Cincinnati & St. Louis road and branches 
west of Pittsburgh, where the miners have been on a strike 
ever since April 1, have succeeded in getting together a new 
force equal to about half the full force that can be waked. 
The present output is over one-half the usual production be- 
fore the strike. 

New York Canal Traffic, 
For the week ending July 22 the Canal Auditor reports : 
1882. 1881. Decrease. P.c. 


Tons shipped .. . ..-191,750 218,960 27,210 12.4 


Miles cleared by boats......2101438 286.430 75.992 26.5 
DRAPE res $15,387 $26,772 $11,385 426 


The tons of leading articles shipped were : 





1882. 1881. Ind. or Dec. P.c. 
RI Pe Tee ery 66,666 63,591 I. 3,075 4.8 
| ceccccesccesseee 9173 42,658 D. 33,485 78.7 
Iron ANd ifON OFE...........00000 23,413 29,069 D. * 
Pitas So Ud caddinns swine eoen 159 5,251 D. 
Stone, lime and clay............ 12,767 9,506 [ 
2 ere idineiealeasys 24,108 25,360 D. 
Domestic woolens and cottons 171 962 D. 
Sugar and molasses. .......... 152 706 D 





The enormous decrease in grain is the more remarkable 
because last year alsothe grain shipments by canal were 
small, the low rail rates have diverted a large part of it to 
the railroads. 

Colorado Cattle Rates. 

Commissioner J. W. Midgley, of the Colorad> Traffic As- 
sociation has just issued the following circular in regard to 
live stock sbipments from Colorado: 

‘*On shipments of cattle in car lots originating in Color- 
rado and destined through to Mississippi River points or 
Chicago, the roads in the Colorado Traffic Association will 
accept. east of the Missouri River the following proportions: 
To Sisourt River points, $40 per car; to Chicago, $55 per 
car. The abcve divisions will apply from Council Bluffs or 
Pacific Junction, Ia., Atchison or Leavenworth, Kan., and 
Kansas City, Mo. The agreed differences will be charged 
on shipments carried via Junction City, Emporia or Hal- 
stead. 

The foregoing arrangements may continue during the 
current shipping season. 

‘*The proportions named being less than local rates are 
conditioned upon the stock being routed east of the Missouri 
River by such lines as the association may from time to 
time direct.” 

July Receipts at Chicago and Milwaukee. 

Receipts in July for four successive years have been : 









Chicago: 1879. 1880. 1881. 1882. 
Grain, bush..... 10,216,256 15,372,760 15,355,713 9,095,246 
Flour, bbls. ... 186,765 198,325 420,536 187,672 
Hogs, No... 277,738 $83,152 481,471 342,423 

Milwaukee; 

Grain, bush . 1,029,746 785,788 1,261,142 996,567 
i 175,620 198,142 291,048 168,556 
9,101 15,573 33,829 33,848 


The grain receipts are 40 per cent. less than last year or 
in 1880 at Chicago, and one-fifth less than last year at Mil- 
waukee. The flour receipts at these two places are but 
about half as great as Jast year, but not much less than in 
the other two years. Heretofore the decrease in flour has 
been much less than that in grain receipts. Chicago felt 
somewhat the influx of the new crop this year, but not Mil- 
waukee ; the new spring wheat is not likely to come for- 
ward freely before the latter part of September or October. 

Reducing flour to wheat, the aggregate grain and flour 
receipts of the two places in July were : 

1879 1880. 1881. 1882. 
Bushels.... 12,876,734 17,942,640 19,818,983 11,685,839 

The decrease is 8,133,000 busshels (41 per cent.) from 
1881, 35 per cent. from 1879. 

The receipts of hogs, though 27 per cent. less than last 
year, and 24'¢ per cent. less than in 1880, were 31 per cent. 
more than 1879. 


Western Passenger Association, 


Mr. George H. Daniels, Secretary of the Western Associa- 
tion of General Passenger and Ticket Agents, has called a 
meeting of the Association to be held in Detroit, Wednes- 
day, Aug. 9. In his call Mr. Daniels says: 

‘** As the last meeting was a very interesting one, and pro- 
ductive of much good, as 1 am informed by various mem- 
bers of the Association, and from the fact that some of the 
subjects which were not definitely settled at that meeting 
will be brought up for discussion at the Detroit meeting, it 
is hoped that a full attendance may be had. It has been 
impossible, since the May meeting, to definitely settle the 
question of land points. I have issued two circulars upon 
the subject, and, there being more or Jess dissatisfaction 
with the list as published, I have deemed it advisable to bring 
the whole mater before the Association again, that with all 
the facts before them the members may be able to more 
satisfactorily dispose of this question than can possibly be 
done by correspondence.” 

Mr. Daniels presents a list of land points as it has been 
revised by correspondence up to date, that all may be ad- 
vised as thoroughly as possible of the wants of the various 
lines at the time when the meeting takes place. The ques- 


tion of theatrical business will again be brought up, as some 
of the lines will ask for a slight modification of the resolu- 
tions adopted at the last meeting. 

Referring to the baggage question, Mr. Daniels states 
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that since the last meeting all the roads at Chicago, Council 
Bluffs and Milwaukee have begun to charge storage on all 
the baggage for every day, including Sunday, that it re- 
mains. unclaimed after tte first twenty-four hours, and 
he is informed that the plan works well, and bas been the 
means of clearing many baggage rooms that heretofore 
were filled with unclaimed baggage. The plan suggested by 
B. W. Wrenn will be discussed. 

The question of continuous passage tickets will come up 
for discussion, 

In addition to the above, the following list of subjects for 
discussion are presented by the Executive Committee: Can 
we not adopt some uniform rule regarding excess baggage, 
which shall apply locally as well as on through business ? 
Can we not have some uniform “release” from loss or dam- 
age to baggage while in our possession? Can we not adopt 
a rule which can be enforced in regard to the weight of bag- 
gage which shall be checked free ? Can we not charge stor- 
age on baggage after holding it twenty-four or forty-eight 
hours? Shall we check baggage on a limited ticket toa 
point short of the destination of said ticket? Can we not 
agree to abolish the system of personally-conducted excur- 
sions? Willeach road protect its connections from unfair 
discrimination in the event of their declining to pay com- 
missions ? Can not some rule be adopted which will be uni- 
form and just in regard to ticketing passengers through by 
long and circuitous routes to important points reached by 
direct and short lines ? 

The restoration of rates between Chicago and St. Louis 
avd Kansas City, which has been accomplished since the 
last meeting, will perhaps open the way for other reforms 
which were impossible during the demoralized condition of 
the business between these important cities. 


Milwaukee Rail Shipments Eastward. 

For the week ending July 15 the aggregate shipments 
from Milwaukee were 2,504 tons, of which 1,109 tons went 
by the Chicago, Milwaukee & St. Paul, 966 by the Detroit, 
Grand Haven & Milwaukee, and 429 by the Chicago & 
Northwestern. 

Council Bluffs Rates. 

There has just been a change of rates to Missouri River 
points from Chicago, which makes them the same to all 
points, including Council Bluffs and Omaha. Heretofore 
rates have been considerably higher to Omaha than to 
Council Bluffs. Merchants from this place have protested 
against the action of the lowa Trunk Lines Association in 
making the rates the same to Council Bluffs and Omaha, 
but it was answered that the advance of rates from the East 
to Council Bluffs was balanced by a reduction of an equal 
amount from Council Bluffs to the West, the Union Pacific 
making the rates the same from hoth of those places, where- 
as heretofore the rate was considerably higher from Council 
Bluffs. 

Live Stock Rates. 

At the meeting of the Joint Executive Committee, July 27, 
it was decided to advance the gross rate on cattle to 60 
cents per 100 lbs. from Chicago to New York, with the 
usual differences from and to other places. This gross rate 
is charged only to such shippers as refuse to permit the live- 
stock agents of the co-operating roads to direct the ship- 
ments over the several roads. The net rate, which is 
charged on shipmeuts made as directed by these agents, 
remains unchanged, at 40 cents per 100 Ibs. The effect of 
the change, thus, is to increase from $19 to $38 per rini- 
mum car-load the excess of rate charged shippers who do 
not comply with the regulations concerning the division of 
the cattle shipments. The new rate goes into effect Aug. 7. 
It does not apply to sheep. 


Pacific Through Freights, 


Shipments of through freights eastward from California 
in June were as follows, in tons: 


Central Southern 
Pacific. Pacific. Total. 
BAM POAMOINOG iiss... siccccnse eves 5,679 2,862 8,441 
RIO MONROE ooo ccesccis canes 1,993 2,581 4,574 
BE cksiccawbercmiesewus 7,672 4,443 13,115 


There was a falling off in grain shipments by rail, which 
seems to have been guite unexpected 1n California. The 
June shipments were only 3,586 barre!s of flour and 743 
tons of wheat, a total equivalent to 1,280 tons of wheat, 
against 9,086 tons shipped in May. ‘lLe grain shipments 
have all been made over the Southern Pacific, and this fall- 
ing off is the cause of the reduced proportion of the June 
freigbt carried by that route. 

For the ten months from the full opening of the Southern 
route (Sept. 1, 1881), to June 30 last, the total through ship- 
ments eastward were 116,203 tons, of which 62,180 tons 
(53.5 per cent.) went over the Central, and 54,023 tons (46.5 
per cent.) went by the Southern Pacific. 





THE SCRAP 


Locomotive Building. 


The Rogers Locomotive Works in Paterson, N. J., have 
recently delivered five passenger engines, with 17 by 24 in. 
cylinders and 63 in. drivers, to the Louisville & Nashville 
road. They are to be used on the Mobile & Montgomery and 
the New Orleans divisions. 

The Balwin Locomotive Works, in Philadelphia, last week 
delivered two narrow-gauge mogul freight engines to the 
Baltimore & Delta road. 

The New York & Ontario & Western shops in Oswego, 
N. Y., have just completed a new passenger engine for the 
road. It bas the Joy valve gear. 

The Cooke Locomotive Works in Patterson, N. J., are 
completing an order for 10 engines for the Western North 
Carolina road. 

Car Notes. 

_ The Lehigh Car Manufacturing Co. at Stemton, Pa., has 
just completed 750 cars for the Central Railroad, of New 
Jersey, and is now building 750 cars (box and gondola) for 
the New York, Lake Erie & Western. 

The Fitchburg Railroad shops in Boston are building 100 
of Marden’s patent drop-stake cars, which can be used 
either as flat or gondola cars. They are also altering 100 
box cars to refrigerator cars. 

_ The Cincinnati, Indianapolis, St. Louis & Chicago shops 
in Cincinnati are building two new parlor cars for the road. 

The Nashville, Chattanooga & St. Louis shops in Nash- 
ville, Tenn., have just finished a very handsome passenger 
car for the road. 

The Jones Car Works at Schenectady, N. Y., have lately 
completed several passenger cars for the Eastern Railroad. 
They are finished in California redwood. 

The United States Rolling Stock Co. is building at its 

ne i shops 900 freight cars for the Texas & St. Louis 
oad. 

Bridge Notes.’ 


The Smith Bridge Company in Toledo, O., has taken a 
contract for five iron bridges on the Cleveland, Akron & 
Columbus roa 


d. 
Clark, Reeves & Co. at Phoenixville, Pa., are rebuilding 


the approaches to the St. Charles Bridge over the Missouri 
river, which are nearly 114 miles in length. 

Kellogg & Maurice at Athens, Pa., have the contract for 
the iron work of the new Smithfield street bridge in Pitts- 
burgh. ‘ 

Tron and Manufacturing Notes. 

The Missouri Wire Fence in St. Louis is enlarging its 
works and putting in new machinery. 

The Bethlehem Iron is building a new found 
its steel millin Bethlehem, Pa. The new buil 
60 ft. in size. 

The rolling mill of Westlake & Co., in Warren, Pa., has 
begun to run double time. 

uring the year ending June 30, the product of the North 
Chicago Rolling Mill was as follows, in gross tons: Pig iron, 
179,235; muck-bar, 82,053: merchant bar and rail-splices, 
43,285; steel ingots, 132,808; steel rails, 111,472 tons. 

The Helmbacher Forge and Rolling Mill, in St. Louis, is 
now running with a full force, only a few puddlers being 


adjoining 
ingis 40 by 


out. 
Colebrook Furnace No. 1, at Lebanon, Pa., has been 
obliged to go out of blast, a ‘“‘salamander” having formed. 


The Rail Market. 


Steel rails are quoted at $49 to $50 per ton at mill for im- 
mediate delivery and $47 for late fall and winter orders. 
No large sales are noted, and heavy buyers are reported to 
be holding off for lower prices. 

-Iron rails are quoted at $45 to $48, according to section, 
with little business reported. . 

Spikes and rail joints are unchanged and firm, with short 


supply. 

Old iron rails are very quiet, with a few sales at $26.50 to 
$27 per ton in Philadelphia for tees, and $28 for double- 
heads. 

The Iron Strike. 


The long strike still continues in Pittsburgh and its vicin- 
ity, with little or no change to note. Some important results 
are looked for from the meeting of the Amalgamated Asso- 
ciation of Iron Workers this week, at which the strikers 
will probably be supported. 


The Joy Valve Gear. 


The valve gear designed by Mr. David Joy, which was 
much discussed at the recent Master Mechanics’ Convention, 
and which was described in the Railroad Gazette of Jan. 
13 last, page 19, is to be tried on the New York, Ontario & 
Western road, having been put on a new engine just turned 
out of the Oswego shops of that road. 


Fast Freight Time. 


A special freight train of twenty cars, loaded with tea 
and silk, left San Francisco by the Southern route on the 
evening of July 12, passed Deming at 8a.m.of July 16, 
and reached Kansas City at 2 a. m. of July 19, having made 
the run of 2,347 miles from San Francisco to Kansas City 
in six daysand six’ hours, an average of 15.65 miles an 
hour, without allowing for stops. Another train of twenty- 
nine cars left San Francisco twenty-four hours later and 
made the same time through. This is said to be the fastest 
freight run ever made between San Francisco and the Mis- 
souri River. The time from Deming to Kansas City, 1,149 
miles, over the Atchison, Topeka & Santa Fe, was 66 
hours, the average speed being 17.41 miles an hour. The 
time for the 1,198 miles over the Central and Southern 
Pacific from San Francisco to Deming was 84 hours, 
average speed being 14.26 miles an hour; no allowance for 
stops being made anywhere. 


Unusual Cause of a Railroad Accident. 


A collision occurred recently on the Midland Railway of 
England, of which the Board of Trade Inspector says that 
‘‘it had its origin in a very unusual cause, viz.: In the 
driver and fireman of the 9:20 a. m. down Metropolitan 
train having been partially blinded as they started from 
King’s Cross station by the fall of limewash into the foot- 
plate of the engine from the flow of a building under con- 
struction just above the spot at which the down line enters 
the King’s Cross tunnel. It was a very careless act of the 
contractor erecting the buildings at King’s Cross to have 
allowed mortar to be mixed in an iron plate having holes in 
Rees holes allowed the limewash to fall into the railway 

ow. 


Locomotives for the Grand Trunk Railway. 


At the shops of the Grand Trunk Railway in Montreal 
since the first of the year new locomotives have been built 
at the rate of four per month, and enough orders are on 
hand to continue at this rate until about the end of February 
next. 

After the new engines at present in hand are completed, a 
class suitable for passengers or freight will be commenced. 
These will consist of ordinary road engines with cylinders 
18x24 in., and wheeis 62% or 68 in. diameter. The total 
weight will be about 90,000 lbs. and the safety valve will 
be set to blow off at 160 lbs. per square inch, 


a ag to Rob the Chicago & Northwestern Pay 
ar. 

The yamgy Tribune, of July 30, says: 

‘““A few days ago a report came from Denver that the 
pay-car of the Chicago & Northwestern was stopped by 
desperadoes and the paymaster attacked and severely beaten, 
and that afterwards the cur was robbed. 

‘The managers of the Northwestern state that there is 
not a word of truth in the report. The pay-car has never 
been stopped, has never been entered by robbers, and the 
company has not lost a dollar. 

“The detective of the Northwestern, who is one of the 
most efficient in the United States, discovered some months 
ago that there was a scheme on foot amongst some des 


ra- 
does from Northern Missouri and Western lowa and Ne- 
braska to stop the pay-car and rob it. Without making any 


demonstration he permitted the outlaws to go ahead and 
perfect their plans, collect their tools and make every ar- 
rangement for carrying out their work. At this point the 
outlaws were arrested and are now in jail, and will be tried 
for conspiracy and undoubtedly sentenced to the peniten- 
tiary, where they belong. 

“It is not probable that the robbers understood the pre- 
cautions that are taken to prevent the pay-car being robbed, 
otherwise they would vever have contemplated it. The car 
is armed with five Winchester rifles, three shot-guns, and 
nine revolvers, besides Land-grenades, and never travels 
over the road without a guard of three men, besides the pay- 
master, clerk, conductor, roadmaster, engineer and fireman. 
Moreover, the safes are of the heaviest burglar-proof pat- 
tern, with combination locks and the Yale time-lock at- 
tached, so that if robbers were to gain access to the car no 
advantage would accrue, as the safe could not be opened, 
even if the paymaster desired it, and the most skillful arti- 
san or burglar could not open the safe inside of 24 hours if 
he were provided with all the appliances that experience and 
ingenuity could suggest.” 


A Pre-Historic Railroad. 


While some workmen were e recently making an 





excavation near the Richmond & nville depot at Rich- 


mond, they were astonished to discover a narrow-gauge 
railroad six or seven feet underground. The road does not 
extend very far, and the oldest inhabitant has no recollec- 
tion of a railroad ever having been near that point. One 
theory advanced was that when the Danville road was first 
built a side track was laid from the Danville depot to the 
rear of a warehouse, and used for the purpose of facilitating 
the loading and unloading of cars freighted with hogsheads 
of tobacco, which were raised from the bogies on the narrow- 
gauge track into the warehouse. 


British Rail Exports. 


The exportsof iron and steel rails from Great Britain to 
the United States and to all countries for the month of June 
and for the six months then ending have been, in tons of 
2,240 Ibs: 

To United States: 























—June—-———. ———-Six months-—— -, 
1880 1881. 1882. 1880. 1881. 1882. 

Iron rails...... 17.572 10,616 call 62,671 65,085 20,567 

Steel rails.....16,342 21,082 21,223 63,907 92,7 101,234 

Total ........33,914 51,698 21,223 126,578 157,831 121,801 
To all Countries : 

Iron rails......25,417 13,254 2,111 83,781 73,427 33,596 

Steel rails.... 66,582 69,527 69,152 233,559 267,387 357,819 

Ree 91,999 82,781 71,263 317,340 340,814 391,415 


The exports to the United States in June this year, were 
about one-third less than last year, and thirty-seven per 
cent. less than in 1880. This. year there were no ex- 
ports of iron rails to this country, while in 1881 we took 
more iron than steel. Though the June exports were so 
much less than last year, they were slightly above the 
average monthly exports this year, and nearly twice as 
great as the May exports. The exports to the United States 
for the six months were twenty-three per cent. less than 
last year, and thirty-seven per cent. less than in 1880. The 
home production of rails is doubtless considerably larger 
than last year, and much larger than in 1880. 

British exports ot rails to all countries are 14 per cent. 
less in June than last year and 23}¢ per cent. less than in 
1880. The decrease from last year is almost wholly in ex- 
vorts to this country, the exports to other countries he ving 

n 50,040 this year and 51,083 in 1881. For the six 
months, bowever, there is an increase over last year of 15 
er cent. in the total exports, in spite of the large decrease 
in exports to the United States, the exports to other 
ccuntries having been 269,614 tons this year, against 182,- 
983 in 1881 and 190,762 in 1880—an increase over last year 
of nearly 50 per cent. The withdrawal of the United States 
leaves Great Britain without any important custemer for 
iron rails, and in June lessthan :3 per cent. of its rail exports 
were iron, while fur the six months 8% per cent. of them 
were, and in the corresponding half-year of 1880 263¢ per 
cent. of them were iron. 

Exports to the United States (steel and iron both) for six 
months have been : 





1881. 1882. 
SE ney: os drétnediede..eoeua 7,368 27,267 
POET Sc ccbconcnsasonseresess 1 rE = 4 
EN ies s! Sivtedenniewbbnan we 25,72 22,2 
0 Eee 38,402 16,211 
. 39,844 11,657 
NGG S nekkneseooe bhaneuuacee 31,698 21,4 


The exports to this country were sufficient for 1,384 miles 
of track (with 56-lbs. rails) this year, and to 1,794 miles 
last year. This year about 5,000 miles of track was laid on 
new roads, and the consumption for maintenance was 
probably enough for 7,000 or 8,000 miles, so that the im- 
portations have been but a very small fraction of the total 
consumption. 


The American Automatic Freight-Brakes. 


During 30 days ending July 20 there were 333 cars fitted 
with the automatic freight-car brakes of the American 
Brake Co. inspected in the St. Louis & San Francisco 
yards in St. Louis. Of these only 23 needed repairs, all of 
which were made in the yards. Defective iron caused 
nearly one-half of these repairs. Of these cars 318 had 
been in service five months or over. 


Seals for Bonded Cars. " 


The Secretary of the Treasury has awarded the contract 
for fastenings for freight cars carrying goods in bond and 
in transit through Canada, and for cording and sealing 
packages, for the ensuing year, to E. J. Brooks & Co., of 
No. 10 Courtlandt street, New York, who held the contract 
last year. 


A Railroad Ball 


The new shops of the Cleveland, Akron & Columbus 
road in Mt. Vernon, O., are to be opened on Aug. 13, with 
a promenade concert and grand bop. The Barracks or- 
chestra, of Columbus, bave been engaged for the occasion, 
and special trains will be run from Akron and Columbus to 
accommodate the invited guests. The details of the affair 
have been intrusted to prominent gentlemen, and no trouble 
or expense will be spared to make the affair the “ event of 
the season.” ; 

One thousand invitations will be issued, and the list em- 
braces the élite of the cities along the line of the road. 

The Basic Process. 

A dispatch from Pittsburgh, July 28, says: ‘A suit of 
great importance to the steel manufacturing industry was 
entered in Common Pleas Court No. 2, to-day, brought b 
the Bessemer Steel Association against Jacob Reese, metal- 
lurgist, of Pittsburgh, and the Harrison Wire Co. of St. 
Louis. A bill in equity was filed, which set forth that Reese, 
in 1869, negotiated with the plaintiff for the saie of his 
interest in various letters patent for the basic process of ~ 
manufacturing iron and steel, and an agreement was made 
in which Reese transferred to the plaintiff all right and title 
to letters patent issued or applied for or thereafter to be ob- 
tained thereon. This was supplemented Nov. 25, 1879, with 
another agreement, in which Reese turned over all present 
and prospective inventions in connection with the basic 
process, receiving $5,000 and a royalty of five cents per ton 
on all iron and steel produced, the limit of the royalty 
being put at $10,000 per year. The Bessemer Association 
agreed to pay the cost of all extensions of patents, reissues 
and new patents. The bill further avers that, while the 
plaintiff has fulfilled its part of the agreement, Reese has 
failed, and has transferred the patents to the Harrison Wire 
Co. The Court is asked to issue a restraining injunction to 
annul and prevent the sale of the patents. The Harrison 
Wire Co. was recently organized, with a capital, it is said, of 
$3,000,000, and has projected an enormous plant in southern 
Illinois to manufacture steel direct from ore by the Reese 
process. The suit is considered of great importance.” 








OLD AND NEW ROADS. 


Baltimore & Delta.—Negotiations are pending for a 
consolidation of this company with the Maryland Central 





Company, which was organized under a special charter in 
1867, but never built any of its projected road. Thecharter 
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conferred some valuable Det 25g and also authorized the 
city of Baltimore to endorse the bonds to the amount of 
$600,000, whenever the company should have expended 
$500,000 on the road. The act was accepted by votes of the 
City Council and the people, and it is claimed that it is still 
valid. Tbe route of the Baltimore & Delta is nearly that 
laid down for the Central, and it is held that if the consoli- 
dation is effected the new company can claim the endorse- 
ment of the city as provided in the Central charter, as over 
$500,000 have already been spent in building the road. 


Bangor & Portlana.—tTracklaying is progressing on 
the exteasion of this road from Pen Argyl, Pa., to Nazareth, 
and the rails are down for five miles, about half the distance. 
The extension will pass several quarries. 


Boston, Concord & Montreal.—This company has 
appealed from the assessment of its property made by the 

ew Hampshire Board of Equalization, and a hearing is 
now in progress before referees. 


Boston, Lowell & Concord.—'lestimony is now being 
taken under the orders of the New Hampshire Supreme 
Court in the suit of Pearson and others against the Concord 
company. The object of the present proceeding is to deter- 
mine the nature of the present contract for the joint opera- 
tion of the Boston & Lowell and the Concord roads, and 
whether it violates the injunction heretofore granted by the 
court. 


Buffalo, Cayuga Valley & Pine Creek.—This com- 
pany has voted to adopt the route as surveyed by way of 
Orangeville, which will make the road 50 miles long trom 
Buffalo. Steps are to be taken at once to secure the right 
of way and begin work on the road. 


California Short Line.—The route of this projected 
road is to be as straight as the nature of the country will 
armit, from Denver via the junction of Colorado, New 
exico, Arizona and Utah; thence across the Colorado 
River and the southeastern portion of Nevada to Deep 
Wells, in California; thence across the Sierras through Mc- 
Lean’s Pass, through Tioga and Tuolumne Meadows to 
Yosemite, from which point a detour will be made to the 
west, a line passing near Sonora, Modesto and Stockton. 
= aes is being made to work up subscriptions in 
evada. 


Camden & Atlantic.—The Chancellor of New Jersey 
has made ——— the injunction sued out by Wm. L. 
Elkins, a stockholder, to restrain this company from com- 
pores ng purchase of the controlling interest in the Phila- 
delphia & Atlantic City road. 


Cato & Beach Creek.—This company was consolidated 
with the Williamsport & Clearfield road at a meeting held 
in Williamsport, Pa., July 28. The consolidated company 
owns no completed road. 


Chicago & Block Coal.—Track has been laid on the 
extension of this road from Attica, Ind., northward to the 
junction with the Louisville, New Albany & Chicago at 

msselaer, a distance of 48 miles. This makes the road 
63 miles long from the southern terminus at Veedersburg to 
Rensselaer. Surveys have been completed for the line from 
Veedersburg southward to Brazil, about 50 miles. 


Chicago. Milwaukee & St. Paul.—A Milwaukee dis- 
patch says: ‘ This eon ge | has finally decided upon the 
construction of a line north from Merrill, with the view of 
heading off the Milwaukee, Lake Shore & Western Com- 
pany, whose extension to the Wisconsin River rapids is now 
in process of construction. Surveyors are to be sent north 
at once, and the line is to be be located in a vortherly and 
slightly northeasterly direction, to a point near Pelican 
Rapids. From thence the survey will be continued directly 
north to the state line, and thence toa point in Ontonagon 
pre Mich. Both the Milwaukee, Lake Shore & Western 
and Chi , Milwaukee & St. Paul roads will compete for 
the rich mining products of Ontonagon County, and will de- 
velop a territory which until now has beep comparatively 
unknown, owing to the fact that its resources were inacces- 
sible. The work on the st. Paul extension will probably 
not be begun until next year.” 


Chicago & Northwestern—The Sioux Rapids Branch 
is now completed and opened for traffic to Peterson, Ia., 14 
miles west of the late terminus at Sioux Rapids, and 82 
miles from Eagle Grove. 


Cincinnati & Eastern.—Subscriptions are being se- 
cured along the line for the extension of the Ohio River 
— from New Richmond, O., southeast along the Ohio 

iver. 


Cincinnati, New Orleans & Texas Pacific.—Rumors 
of a fraudulent issue of stock of this company having become 
current in Cincinnati, President Cook has issued the follow- 
ing official statement to the stockholders: ‘‘ It has become my 
duty to state to you that George F. Doughty, deceased, late 
Secretary of this company, fraudulently issued 4,045 shares 
of the stock of this company and pledged or otherwise dis- 

of the same as collateral for loans to himself amount- 
ing to $326,242. The discovery of this defalcation was 
made immediately after Mr. Doughty’s death, put the ex- 
tent thereof could not be accurately ascertained until with- 
in a few days. The amouut of said fraudulent stock, the 
parties holding it, and the amount of money obtained there- 
on by Mr. Doughty are now known to the directors of this 
company. It is proper here to say that the money thus ob- 
tained by Doughty has been invested to the extent of $235,- 
087.53 in the stock and bonds of the Cincinnati, Selma & 
Mobile Railway Company, a line of road in Alabama, run- 
ning from Akron, on the Alabama Great Southern, to Selma, 
Ala., a distance of 72 miles, and now within a few miles of 
completion, which stock and bonds are now in the hands of 
the administrator. A large amount of the bonds and stocks 
of this road are held and owned by citizens of Cincinnati, 
and the balance in New York, and the property is worth 
and will probably realize to its owners more than its cost. 

“The other assets of Mr. Doughty’s estate which are also 
in the possession of the administrator are $93,600. This in- 
formation has not heretofore been published for the reasons 
—first, that an exact account of Mr. Doughty’s transactions 
in this respect might be made up and the extent of his lia- 
bilities known; second, that there hus been a reasonable ex- 
pectation that Mr. Doughty’s administrator might be able 
to convert the foregoing’assets and discharge his liabilities. 

This he has not yet been able to accomplish, and as this 
fraudulent stock, held by a number of parties, has for some 
time had a depressing effect on the market upon the genuine 
stock of this company, I have, with the concurrence of the 
directors, concluded it is my duty to make this publication 
for the information of the stockholders.’’ 

Tne fraudulent certificates were 52 in number, and were 
nearly all hypothecated as security for borrowed money. 


Eastern Shore.—At a meeting of the stockholders 
in Princess Anne, Md., August 1, the act authorizing the 
isssue of $500,000 in new mortgage bonds was unanimously 
accepted. Interest of the same was fixed at 5 per cent., 
and Samuel M. Felton, J. Taylor Ganse and Daniel Cum- 


mins were 


which is to be expended in redeeming outstanding bonds. 
The balance will be used in improving the road and equip- 
ment. 


European & North American.—Concerning the re- 
port that the Maine Central had leased this road, which was 
afterwards denied, the Bangor Commercial has the follow- 
ing: ‘‘The report that the Maine Central Railroad has 
leased the European & North American Railway is a little | 
premature, but in all probability the European & North 
American Railway will, within a short time, be under the 
control of the Maine Central Railroad. The proposition that 
the European & North American Railway Company has 
made is that the Maine Central Railroad pay all taxes, take 
all the property of the company, including the wild lands, 
assume all liabilities of the European & North American 
Railway Company and pay 5 per cent. interest on the Euro- 
pean & North American stock. The first mortgage of $1,000,-' 
000 is to the city of Bangor on the road from Bangor to Mat- 
tawamkeag. The second mortgage of $2,000,000 was from 
Bangor to Mattawamkeag and then from Mattawamkeag to 
Vanceboro’. The accrued interest on these bonds at the 
time they came into pussession by the act of foreclosure 
amounted to about $500,000, which, with the principal, was 
made into stock, making the indebtedness on the road 
$1,000,000 of first mortgage 6 per cent. bonds to the city 
of Bangor and $2,500,000 of stock on which the Maine 
Central Railroad may pay 5 per cent. and the $60, 
000 interest each year to the city of Bangor. It is thought 
that the assets of the European & North American Rail- 
road Company, such as their timber lands, etc., will be 
sufficient to take care of the other obligations and liabilities 
assumed by the Maine Central Company. Something more 
than half of the road is furnished with steel rails, and every 
year the road has shown a large increase of business. The 
prospects of new business from the large pulp mills now 
being built, and the large business that is certain to come 
from the development of the water power at Oldtown, to- 
gether with the growth of the agriculture and lumbering 
interestsin Aroostook County, which is already turning an 
immense amount of business by the New Brunswick and 
New Brunswick & Canada railroads, will show within a 
short time that the managers of the Maine Central Railroad 
have a higher appreciation of the value of this road than the 
present owners of the stock.” 


Fulton County.—Track on this road is now laid to 
Galesburg, Ill., 15 miles northwest of the late terminus at 
London Mills, and 55 miles from the soutbern terminus at 
Havana. Trains will run through to Galesburg in a few 
days. 

Georgia Midland.—This company has ‘lecided to begin 
work upon the road so soon as the sum of $100,000 shall be 
subscribed to the stock. The road is to run from Griffin, 
Ga., to Monticello, about 40 miles, on the line surveyed and 
partly graded by the old Griffin, Monticello & Madison 
Company; an extension from Monticello to Madison, 30 
miles, is also proposed. The present organization is con- 
trolled by the East Tennessee, Virginia & Georgia Company. 


Hornellsville & Conhocton Valley.—This company 

has been organized to build a railroad from Hornellsville 

N. Y., by Howard, Tilton Mills and Bath to a junction with 

ha York, Lackawanna & Western in the Conhocton 
alley. 


Houston & Texas Central.—On the Northeastern 
Branch of this road track is now laid from the main line at 
Garrett (31 miles south of Dallas) northeast to Kaufman, 
Tex., 17 miles, and work is progressing towards the Texas 
& Pacific crossing at Terrell, 18 miles further. The grad- 
ers are now about 15 miles beyond Terrell. 


Illinois Central.—Surveys are being made for a short 
branch from Buckingham, IIl., to the coal mines northwest 
of that place. Grading will be begun as soon as the line is 
located. 


Louisville & Nashville.—In the suit of T. B. Taylor to 
cancel the issue of $2,000,000 preferred stock of the South & 
North Alabama held by this company, the United States 
Circuit Court has decided that the contract was fully exe- 
cuted, and that the statute of limitations fully protected the 
title of the Louisville & Nashville Company to the stock. 
Judge Bruce further decided that the proceeds of the pre- 
ferred stock had already been used by the South & North 
road in the construction of its line, and it was too late now 
to object. This suit has bc on pending for years, and isa test 
suit that disposes of a troublesome and knotty question. 


Louisville, New Albany & Chicago.—On the Air 
Line Division track is now laid from Sheridan, Ind., the 
last point noted, southward 10 miles to Cz ‘mel, and work is 
now progressing steadily towards Indianapolis. 


Maine Central.—The Maine Supreme Court has affirmed 
the validity of the taxes imposed upon this road under the 
existing tax law of the state. 


Milwaukee & Northern.—The following circular was 
issued by this company on Aug. I: 

‘‘ The lease of the Milwaukee & Northern Railroad by 
the Wisconsin Central Railroad Company having expired, 
the Milwaukee & Northern Company to-day assumes entire 
control of its own road. All matters pertaining to the busi- 
ness of the Milwaukee & Northern Railroad should be 
addressed to the heads of the different departments at the 
general offices of the company in Milwaukee. Empioyés of 
the Milwaukee & Northern Road under the Wisconsin Cen- 
tral management will be retained in their respective posi- 
tions unless otherwise notified.” 


Mobile & Girard.—The directors have decided to ex- 
tend this road from Troy, Ala, south to Elba, about 30 
miles, and to issue $250,000 in bonds to pay for the exten- 
sion. A meeting of the stockholders to take final action 
has been called. 


Gainesville & Dahlonega.—About half the grading of 
this road is completed, and tracklaying has been begun. 
The road is to run from Gainesville, Ga., on the Atlanta & 
Charlotte Air Line, to Dahlonega, about 25 miles. 


New Bonds.—New issues of bonds are offered on the 
market as follows: 

The Houston &'Texas Central offers, through John J. Cisco 
& Son, of New York, its own general mortgage 6 per cent. 
bonds at 100 and interest. The amount offered is not stated. 
The general mortgage is for $18,500,000, of which $4,300,- 
000 bonds have been issued; a sufficient part of the bonds 
authorized are reserved to provide for all prior liens. The 
same company also offers first-mortgage 7 per cent. bonds of 
its controlled Texas Central road at 105 and interest; they 
—- at the rate of $15,000 per mile as the road is com- 
pleted. 

The Louisville, New Albany & Chicago offers, through 
John J. Cisco & Son, of New York, first-mortgage 6 per 
cent. bonds on its new Chicago & Indianapolis Division at 
103% and interest. The amount offered is not stated. 

New York, Chicago & St. Louis certificates for lease of 
rolling stock, maturing at various times from 1885 to 1894, 
are offered by Post, Martin & Co.,of New York. The total 





as trustees of the new loan, $400,000 of 


issue is $4,000,000, on equipment costing about $6,000,000. 
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New York City & Northern.—The holders of this 
company’s bonds held a meeting recently and appointed a 
committee to represent them, and to take such measures as 
may be necessary to protect their rights, either by fore- 
closure proceedings or otherwise. The committee consists 
of Messrs. Henry Villard, Wm. Mertens, Charles Knob- 
lauch, A —Marcus and Elijah Smith. 


New York Freight Handlers’ Strike.—The strike 
of the freight handlers in New York continues, though 
there is now apparently no hope of success. The companies 
have been generally able this week to handle freight as re- 
ceived, and there are fewer complaints of delay, although 
local freight out moves slowly. The Italians and Russian 
Jews employed at first have not proved good workers, and 
have been gradually dropped for a better class of men. It is 
said that the strikers are gradually dropping away and 
finding work, and that some of them have gone back to the 
freight houses. 

In the suit to compel the companies to receive and handle 
freight, upon which the strikers built some hopes, the court 
has refused to grant a writ of mandamus asked for, holdin 
that the case is not of such urgency as to require it, an 
that, in case of delays, shippers have their remedy in a suit 
at law for damages. The decision is given elsewhere. 

No disturbances have been reported this week, and the 
strikers have been generally quiet and orderly. 


New York, Lackawanna & Western.—The Commis- 
sion appointed by the Supreme Court has decided to permit 
this road to cross the Erie at grade at Erwin, in Steuben 
County, N. Y., under certain conditions, of which the fol- 
lowing are the most important: All the expenses of con- 
structing the crossing, the making repairs and the furnish- 
ing signals shall be borne by the petitioners. The Erie road 
isto have precedence over the crossing and all trains out of 
schedule time lose their preference and must come to full 
stop; wild cat trains and engines without cars must also 
come toa full stop. The signals required are the same as 
those used on the Morris & Essex Railroad at the Bergen 
Tunnel in New Jersey. Large signal posts are to be placed 
on each road 2,000 feet and smaller ones 400 feet from the 
crossing. This requirement is made because of the dense 
fogsin that vicinity. The regulations prescribed by the 
Comunission are required to be printed on the time-tables of 
the roads. The decision of the Commission also requires that 
the Erie shall pay $5,000 damages for delays beside $360: 
for land damages. It is reported that an appeal will prob- 
ably be made from the decision of the Commission. 


New York, Lake Erie & Western.—In the New 
York Supreme Court a decision has been given in the suit 
of William Herring to recover interest on certain Atlantic 
and Great Western bonds from the Erie Company as guar- 
anter. Plaintiffs asked that Mr. Jewett, as Receiver of the 
old Erie Company, be required to account for certain prop- 
erty held by him, and that property of the old company be 
held by Court to satisfy his claim. Defendants interposed 
a demurrer. 
A decision sustaining the demurrer was rendered by 
Judge Van Vorst August 1. He says, first, that as the At- 
lantic & Great Western and the. Erie Railway Companies 
are not parties to the suit, the plaintiff's rights as against 
them cannot be determined in it; and next, that the plaintiff 
being a creditor at large of the Erie Railway Company, is not 
entitled to the equitable relief he demands, for the reason 
that he has not exhausted his remedies at law—in other 
words, that he has not proven his elaim, procured a judg- 
ment upon it, and failed in attempt ta eollect it by execu- 
tion. The plea that a judgment cannot be procured against 
the Erie Railway Company, because it isno longer in ex- 
istence, nor against the Atlantic & Great Western Railway 
Company because it is insolvent; he answered by stating 
that the former corporation was not dissolved until 1879, 
while the default in the payment of interest upon the bonds 
occurred in 1875, and that the insolvency of an individual 
or corporation does not preclude a judgment against him 
or it. He then denies thatthe creditors at large of a corpo- 
ration, bear the same relation to its property thata benefi- 
ciary does to a trust fund. Judge Van Vorst discusses the 
theory advanced by the plaintiff, that the judgments in the 
suits of the Attorney-General and the Farmers’ Loan & 
Trust Company against the Erie Railway Company, were 
ineffective because the Court had no jurisdiction to render 
them. He remarks that judgments rendered by tribunals 
having jurisdiction of the subject matter cannot be at- 
tached collaterally, as in the present case, but can be over- 
thrown by proofs of fraud advanced directly by persons 
whose interests are affected. He denies that the plaintiff, 
while charging fraud, has shown anything which should 
impeach the judgments or impair their force and operation. 
He declines to take into consideration the propriety of the 
appuintment of Mr. Jewett as Receiver in both suits. That 
was a matter for the determination of the Court which made 
the appointment, upon the solicitation of the Attorney- 
General, in the People’s suit. Mr. Jewett having previously 
been appointed in the Farmers’ Loan & Trust Company 
suit. The propriety of appointing a Receiver when the 
general creditors of the Erie Company were not made puar- 
ties to nor informed of the litigation cannot be questioned, 
he declares, for the reason that such persons were not neces- 
sary parties to the actions. Judge Van Vorst, after pointing 
out that the decree in the Attorney-General’s suit, which 
was rendered after the decree in the foreclosure suit, de- 
clared that the Receiver never acquired, held, or disposed of 
any property not covered by the mortgage held by the 
Farmers’ Loan & Trust Company, says that this declaration 
resulted in part from a special inquiry made into the facts 
in the course of the foreclosure suit. He reviews the man- 
ner of this inquiry, and shows that the judgment in the 
foreclosure suit specifically directed the sale of the stock, 
bonds, etc., held by the Erie Company on the ground that 
they were subject to the lien of the mcrtgage. In the 
course of the Attorney-General’s action a supplementary 
complaint was made, and the New York, Lake Erie & 
Western Railroad Company and the Farmers’ Loan & 
Trust Company were made parties defendant. The Attor- 
ney-General then charged that the stock, bonds, etc., owned 
by the Erie Railway Company had been wrongfully sold on 
the foreclosure action. This question was tried before a 
Referee, and, Judge Van Vorst remarks, that officer made 
a report adverse to the Attorney-General, the substance of 
which was embodied in the final decree. Upon this state of 
facts, Judge Van Vorst says : ‘‘It seems to me quite clear 
that by the judgments the subject matter which is pre- 
sented in this action has been fully adjudicated, and, as 
these things all appear by the plaintiff’s complaint, they 
lead to the conclusion that no cause of action is disclosed by 
the plaintiff's pleadings.” Finally, after having passed 
upon some purely legal objections to the proceedings in the 
former suits, which were raised by this plaintiff’s lawyers, 
and having given his view of the status of Mr. Jewett as 








Receiver of the Erie Railway Company, Judge Van Vorst 
gave judgment for the defendants, dismissing the com- 
plaint. 


New York, Texas & Mexican.—This line was com- 
pleted from Rosenberg, Tex., to Wharton, 25 miles, Janu- 
ary 1, opened to traffic January 8; to Navidad, 60 miles. it 
was opened May 13. The third section, Navidad to Vic- 
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toria, was completed July 1, and passenger coaches have 
been running since July 15. The total length open for 
traffic is 91 miles. Victoria is the crossing of the Gulf, 
Western Texas & Pacific road. 


Ohio River & Indiana.—This company has filed arti- 
cles of incorporation for a railroad from a point on the Ohio 
River in Jefferson County, O.,to the Indiana state line in 
Mercer County. The office is in Wapakoneta, Ohio. 


Pennsylvania.—Sealed proposals will be received at the 
office of William H. Brown, Chief Engineer, No. 233 South 
Fourth street, Philadelphia, until] Aug. 10, for the grading 
and masonry of the Susquehanna & Clearfield Branch, from 
Keating, Pa., to Karthaus, about 22 miles. Plans and speci- 
fications can be seen at the office. 

The Redstone Branch has now the main track all laid from 
Brownville, Pa., on the Monongabela Division, eastward to 
Uniontown on the Southwest Pennsylvania Branch. It is 
17 miles long, and runs through a coke country. The bal- 
lasting is yet to be finished, and several sidings to be built. 
This branch will be used as the main line to Pittsburgh for 
much of the coke from the Southwest Pennsylvania road. 

Trains are now running on the North & West Branch road 
from Catawissa, Pa., to Nanticoke, 39 miles, the road being 
parallel to the Bloomsburg Division of the Delaware, Lack- 
awanna & Western, but on the ——— side of the river. 
It is reported that arrangements have been made for the use 
of a track laid some time ago by the Lehigh Valley Com- 
pany from Nanticoke to Wilkesbarre, seven miles, on the 
bed of the old canal. 


Pennsylvania & Martin's Creek.—We recently 
published a statement, received on what was supposed to be 
good authority, that work was progressing on this road, 
and that it would probably be finished this year. ‘lhe Ban- 
gor (Pa.) Observer informs us that not a day’s work has been 
done on the road, that parties to whom the contract was 
offered have refused to take it, and further that reports of 
the progress of the road have been circulated by interested 
parties with a view to selling bonds. This information 
comes from a paper which is on the ground and has oppor- 
tunities for knowing the facts, and which is not at all op- 
posed to the projected road. 


Philadelphia & Reading.—The Receivers’ account of 
receipts and disbursements, as audited by the master, is as 
follows for the month of May: 

Coal ba Iron 





Railroad Co. 0. 
Cash on hand; May 1............. $71,972.91 $38,172.09 
er 2,644,429.76  1,163,982.20 
Re areas eae sie oseeeiaae $2,716,402.67 $1,202,154.29 
WERRRONIEE, 5. o. . 100dcadesvaedecwous 2,372,101.30 1,153,442.42 





Balance, June 1 


$344,301.37 $48,711.87 


During the month the sum of $15,872.73 was transferred 
to the company on account of deferred income bond sub- 
scriptions, leaving $14,283.97 held by the Receivers on this 
account. 


Rochester & Pittsburgh.—The Rochester (N. X9 
Post-Express of July 28 says: ‘‘General Manager Merchant, 
of the Rochester & Pittsburgh Railroad Company, returned 
home, this morning, after a week’s absence in New York. 
He states the important information that the contract for 
the completion of the road from amanca to DuBois, 
where the company’s coal fields are located, a distance fof 
121 miles, has been let to Loomis & Co., of Chicago, coupled 
with the guarantee that the work shall be finished in 90 
days from Aug. | next. This means business in earnest, 
DuBcis is nearly 60 miles from Pittsburgh, and that gap will 
be built or completed next spring. By the middle of No- 
vember cars will be running. direct from this city to Du- 
Bois. . 

‘Tt has been rumored frequently that the project of con- 
stracting a branch line of the Rochester & Pittsburgh Rail- 
road from Ashford to Buffalo had been abandoned. Itis an- 
nounced now on the best authority that the contract for the 
construction of the road has been let to George H. Thomp- 
son & Co., of this city, and it is to be finished in 80 days.” 


Rumford Falls & Buckfield.—This road is now com- 
pleted and opened fcr business to Gilbertville, Me, two 
yniles north of the old terminus at Canton, and 29 miles 
from the southern terminus at Mechanic’s Falls. 


St. Louis, Alton & Terre Haute.—Judge Drummond, 
of the United States Circuit Court, last week decided the 
ease of the St. Louis, Alton & Terre Haute Railroad Com- 
ny against the Indianapolis & St. Louis, the Cleveland, 
Jolumbus, Cincinnati & Indianapolis, the Pennsylvania 
Company and the Pennsylvania Railroad Company, and 
ordered the decree entered at Indianapolis. In 1867 the 
St. Louis, Alton & Terre Haute Company executed to the 
Indianapolis & St. Louis Company a lease of the line of the 
former company, extending from Terre Haute to East St. 
Louis, and, at the same time, the Indianapolis, Cincinnati & 
LaFayette Company, the Pittsburgh, Fortf Wayne & Chi- 
cago Company, and the Cleveland, Columbus, Cincinnati & 
Indianapolis Company executed a written guarantee that 
the lessee company should perform the stipulation of its 
lease. Among these stipulations was a clause providing for 
the payment of rent, which was to be a certain per centum 
of the proceeds, but in no instance was it to be less than 
$450,000 a year. The guarantee contract stipulated es- 

cially that the three guaranteeing companies should be 
iable severally, each for one-third, aad not jointly for the 
whole amount. The lessee company continued to pay the 
minimum rental up to April, 1878, when it ceased paying. 
In the same year the St. Louis, Alton & Terre 
Haute commenced against the companies named in 
in the outset of this review to enforce the stipulations of 
the lease. The Pennsylvania Company and the Pennsyl- 
vania Railroad fern ig | were made parties to the suit be- 
cause they had taken a lease of the Pittsburgh, Fort Wayne 
& Chicago line, and had bound themselves for all the con- 
tracts of that company, and especially for the guarantee 
contract. The point in controversy was as to the extent 
of the liability of the guaranteeing companies; that is to 
say, whether the solveut companies could be held only for 
their thirds or the whole, including the third guaran- 
teed by the Indianapolis, Cincinnati & LaFayette, which 
has become insolvent, The Coyrt held that the companies 
were only severally liable, each for one-third of such 
damages as might be sustained by the default of the lessee 


company. The defense contended that it was not liable at | Fi 


all for any of the damages, the Pittsburgh, Fort Wayne & 
Chicago Company holding that it was not bound because it 
had no power by its charter to guarantee the performance 
of the Indianapolis & St. Louis Company’s contract. The 
Pennsylvania Spang held that it was not liable for 
illegal contracts made by _ its leased lines. The Cleveland, 
Columbus, Cincinnati & Indianapolis Com 
same plea advanced by the Pittsburgh, Fort Wayne & 
Chicago Company. The Court held the guarantee to be a 
valid contract. fs found further that the back rental due 
was $664,874.70; that the Pennsylvania companies were 
bound for $221,624.90 of this amount, the Cleveland, 
Columbus, Cincinnati & Indianapolis Company for a 
similar sum, and that the lessor company must stand the 


ny set up the | ® 


loss of $221,524.90 because of the insolvency of the Indian- 
apolis, Cincinnati & LaFayette Company. 

Both sides have appealed from the decision of the Court, 
the plaintiff not being satisfied with the result because it 
did not get the entire $664,874.20, and the defendants be- 
cause they were held liable for any of the amount., 


St. Louis, Hannibal & Keokuk.—This road is now 
completed to Gilmore, Mo., on the St. Louis-Kansas City 
line of the Wabash, St. Louis & Pacific road. Gilmore is 30 
tiles south by west from the late terminus at Silex, and 89 
miles from Hannibal. 


Utica, Ithaca & Elmira.—The New York Supreme 
Court recently granted an order for the appointment of a 
receiver for thisroad. A number of candidates were sug- 
gested by the various classes of creditors, and the Court has 
finally selected Mr. A. B. Chamberlain, of Elmira. 


West End.—This narrow-gauge suburban road, running 
17 miles out of St. Louis, has been sold for $87,000 to James 
E. Young, of Cnicago, who purposes extending it to Creve 
Coeur Lake and St. Charles. 


Western Maryland.—The Baltimore Day says: ‘‘The 
arrangements for enlarging the terminal facilities of the 
Western Maryland Railroad at Hillen Station are nearly 
completed, and the greater part of the property needed for 
the improvement has been secured. The entire block of 
houses and ground bounded by Hillen, Exeter, High and 
Front streets and adjoining the depot and freight yard will 
soon be in possession of the company, and the other square 
of property will shortly be obtained, although there will, no 
doubt, be some litigation over it, several of the owners be- 
ing unwilling to accept the terms of the company. A meet- 
ing of the officers of the Western Maryland Terminal Com- 
pany and the city Finance Commissioners was held yester- 
day at the City Hallto arrange for the transferring the 
deeds of the property to the city according to the provisions 
of the $200,000 loan to be made by the city to the company4 
The city, in loaning the money, takes und-rents on al 

the property as security for the loan. The property to be 
deeded at this time is valued at about $80,000, though, as 
above stated, this is only a portion of the ground needed. 
There are nearly 30 houses on the property to be taken for 
the improvements and it will not be long before the work of 
tearing down the houses and clearing the ground will be 
commenced.” 








ANNUAL REPORTS. 


The following is an index to the annual reports of railroad 
companies which have been reviewed in previous numbers 
of the present volume of the Railroad Gazette : 








































age. Poge, 
Alabama Great Southern....... 19% Cin. & Lexington... 
Alabama Minor Railroads...... 41 & Nashville.......-... 450 
Allegheny Valley.......... 264 
& 


a4 d 
Atchison, Topeka & S. F........ 263 
Baltimore & Potomac....... ... 369 
3angor & Piscataquis...........190 
Boston, Concord & Montreal. ..345 
soston & Lowell..........+.000+ 








Columbia & Greenville.......... 7 
Columbus, Hocking Vy. & Tol. .222 
Concord 339 





Delaware, Lacka. & 
Del., Lack. & W. Leased Lines.340 
Delaware Western........... ++ 
Denver & Rio Grande....... 71, 344 
Des Moines & Ft. Dodge...... : 

Detroit, Grand Haven & Mil...404 
Detroit, Lansing & No.......... 466 





Eastern R. R. Association. .....281 

Eureka & Palisaie.............+ 324 Rochester & Pittsburgh ....... 
ee. ne ce. £ . eee 24 
Galveston, Har. & San Ant’o....466 San Francisco. 41 175 
REE. FIG LS 340 Dsccccccces voce 217 
Grand Rapids & Indiana. 

Great oe paeaecncooeses 











‘Joseph... ....176 
& Gettysb’g.324 
Re ee 195 


Rutland. 


This company owns a line from Bellows Falls, Vt., by 


Rutland to Burlington, 130 miles, and it controls and leases 
the Addison road from Leicester Junction, Vt., to Ticon- 
deroga, N. Y., 16 miles. The whole property is leased to 
the Central Vermont Company at a minimum yearly rental 
of $258,000. The company’s report for the year ending June 
30 relates only to the financial results and has no state- 
ments of traffic. : 
The general account was as follows: 


CE so cce's's ccccccses ves Sods ase Coueebee . $2,480,600.00 
Preferred stock...... fees sak inetsananan thee 4,000,000.00 
Equipment bonds............ ...seceee ee ee $2,7 
. rst-mortgage bonds... = eae yon 
ive per cent. mo: ebonds.. .... ... ,»500, 

ps — ——-— 3,002,700.00 
Scrip outstanding and in dispute............... ae 29.654.99 
Coupons unpaid 7,206.00 


Total 





34,604.59 
—-————  9,520,160.99 
The only change in stock or bonds was a decrease of 


$1,000 in the old equipment bonds. Construction account 
was increased by $40,811.14, and Addison stock decreased 





by $6,700. There were $40,000 of the first-mortgage bonds 


Total 
3 | Land expenses 


stamped down to 6 per cent., leaving only $3,000 mow un- 
stamped. 


The income account was as follows: 

















1881-82 1880-81 
Cash, July 1 78,960.12 $23,679.31 
Rent of road .......... 258,000.00 258,000.00 
Rent of real estate...... 1,346,00 2,501.90 

Sale of securities owned ete Pe 
Se CO IS Bias ve Vinee dedbu bece ‘ep iuceane 340,800.00 
Dividends on Addison stock...... ...... DOBE.O0 . ....cccdssies 
NRG 555 viscanesvnscscsacand $348,990.12 $624,981.21 
aris. kk G warmi woe ween wee 5,902.54 6,279.71 
Rent of Addison R. R...... .. .......... 15,000.00 15,000.00 
ook, vans aownnesen ces 5oe5 182,386.53 157,338.36 

Dividends, preferred stock........ 100,000.00 ......... . 
ESSA ae 6 ER 3,020.89 11,052.27 
ee eS ee 1,000.00 91,516.43 
ID OR co Gh ibs dee002. vere, rbasawenmhah 254,785.07 
Salaries and miscellaneous.............. 7075.57 10,049.25 
IN on kin io sa 5 60 Sndaeins $314,385.53. $546,021.09 
Balance, cash on hand............... $35,604.59 $78,960.12 


A settlement of the $11,500 back rent in dispute is ex 
pected soon. 

From the cash balance remaining a dividend of 1 per 
cent. has been declared on tbe preferred stock, payable 
Sept. 1, making 2 per cent. for the year.$ 


Kansas City, Lawrence & Southern Kansas. 


This company owns lines from Lawrence, Kan. , to Coffey- 
ville, 143.5 miles; Ottawa to Olathe, 32 miles; Cherryvale 
to Harper, 149 miles; Wellington to Hunnewell, 18.5 
miles. It leases and substantially owns the Ottawa & Bur- 
lington road, 42 miles, making 385 miles worked at the 
close of 1881. 


The stock and debt were as follows: 


SED de peéasnveussonteswetansn +s6sbbRaaOabomininananaiedal $3,759,300 
i iiiviccn ve cshasetnsibeekaasddhnahine6essnbaepene ee 5,020,000 
aki ennscdbensassnddbsdccee) thadieasenieaeannt $8,779,900 


The bonded debt consists of $2,940,000 first-mortgage 5 
~ cent. bonds, and $2,080,000 bonds secured upon the 
ranches and bearing 7 per cent. interest. 
The earnings for the year were as follows: 

1881. 





1880. Inc. or Dec. P. c 

MAGNO, 6 0600000000 $886,023 $738,202 I. $147,820 20.0 
Expenses.......... . 548,809 554,968 D. 6,159 - 
Net earnings..$337,214 $183,234 I. $153,980 84.1 
Gross earn.per mile. 2,301 . 24 384 20.0 
Net ” “ wi 876 476 I. 400 84.1 
Per cent. of exps... 61.9 7.2 D. 13.3 ese 
The increase in earnings would have been larger but for 


partial failure of crops along the line. 
taxes. 

The income account was as follows: 
Net earnings, as above 
Land sales and interest 


Expenses include 


$337,214 
101,616 











gur., Cedar Rapids & No........345 tishe take” 
reese StS Misslesing! & Tennessee ........ +} “ Ottawa & Burliugton bonds........... 16,: 
Canadian Governin't Retoada. 126 Sinking fund, branch bonds..............-.--....- 9. 
q -* 5 a £. € 428 
Cape Fear & Yadkin Valley..... $24 New construction and equipment................+ 27, Lae 
Central Iowa .........00-.0s , 340 352,172 
pee s now Jersey........ Ett heeagegt _ . —Fanaas 
SNETAl FACIIUC. ,..-+>-+--0eeee. Ces BN ie PONE oo sos sc ccnccscsccssorceson peeone $86, 
Charlotte, Col. & Augusta...... 23 : - 
Chesapeake & Oni oot 17, 180 Debit balance, Dec. 31, 1880..........-. ssssssssseseeeenee 3,053 
Cheshire. altro +24 Gurotek:; Dek, DA; TGS ose. soccnes, cen sevcbew Bass uae 
nee od go ee 7 The road carried last year 19,139 car-loads of freight, 
Chicago, Mil @ 8 Pau 176.286 206 against 19,898 the previous year, a decrease of 759 car- 
Chicago, R’k I’d & Pacific..310, 420 loads, or 3.8 per cent. 
Stone, Se Son nS Seeeee gS t. Chesagionn.....1 The total value of the assets in the Land Department at 
Cin. Ind., St. L. & Chicago... ..386 iis. oes | the close of the year was estimated at $194,500, 
Cin. New Orteans & Tex. Pac.. eu The road is now controlled by the Atchison, Topeka & 
ve., Col., . & Indianapo..24/ = 2 - 
vieve” Taanarawan 90 Santa Fe Company, and since the close of the year has 


passed under the management of that company’s officers. 
Mobilell& Girard. 


This company owns a line from Columbus, Ga., to Troy, 
Ala., 84 miles. It is controlled by the Central, of Georgia. 
The report is for the year ending May 31. ‘ 

The general account is as follows: 


CERO ERIE 0. cc. 200 scccrccce 
Pike County stock.... 
Preferred stock 
Funded debt........ .. 

Accounts and balances. 


PE baa snonirenedeshane<e 
Construction 
Stock interest 
Bills and accounts 
Profit and loss 











“82.9% 
318,957 


958 





2,405,924 
The funded debt consists of $300,000 second-mo) ge 8 
per cent. bonds, $33,000 third-mortgage 6 per cent. bonds 
and $800,000 third-mortgage 4 per cent. bonds. The 4 per 
cent. bonds were issued to the Central Railroad Company, 
of Georgia, for advances made. 

The earnings for the year were as follows: 


1881-82. 1880-81, Inc. orDec. P.c. 











DINOS, ..ovs0ccce svcesse cesses $210,089 $218,823 D. $8,734 .... 
eemnge SRE IRIE Sor 54.963 53,105 I. 1,858 .... 
BE Sp s:0009.c0sdone es, aagensn 3,959 3,918 I. 41 11 
D. ccpncguvedveeeweiesdue $269,011 $275,846 D. $6,835 2.4 

PP Seeegee ceesveccoseces 209,568 189,173 I. 20,395 10.8 
Net earnings.............+++ $59,443 $86,673 D. $27,230 31. . 

i r mile. 3,203 3,284 D. 81 2. 

Nee i veges. - 708 1,032 D. 324 1,3 
Per cent. of expenses........ 779 68.6 I. a= caus 
The decrease in earnings was due to the dry season and 


lack of rain, and the consequently light crops along the line. 
Increase in expenses was due to large renewals and improve- 
ments made. 

The income account was as follows : 
Cash, June 1, 1881.. 
Net earnings..... ° 
Sundry accounts.... 


errr Serre errr eT err rere rrr eer 


Interest 
PRemerve Fund... .ccccccesecce cecccccccccsocsscvssce 
Contral R. BR. CO....200 1 ccccccccscersvcccccsccces 


-Cash balance, June 1, 1882 





$846 
The earnings were sufficient to pay interest on the bonds, 
— | but the surplus over that amount was very small, 





Terre Haute & Indianapolis. 


This company owns a road from Indianapolis, Ind., to the 
Illinois State near Terre Haute, 79.40 miles, with 33.92 
miles of coal branches, making 113,32 mile; in all. There 
are 43.51 miles of sidings. There were 12.44 miles of coal 
branches added last year. The report is for the year end- 
ing Oct, 31. 
he company owns a half share in the St. Louis, Vandalia 

















484 


THE RAILROAD GAZETTE. 





fAuGusT 4, 1882 








- 


& Terre Haute road, and leases that road; it also controls 
and leases the Terre Haute & Logansport Road, but the 
operations of those lines are stated separately below. 

The equipment consists of 48 engines; 21 passenger and 
20 baggage, mail and express cars; 351 box, 94 stock, 105 
flat, 984 coal and 12 caboose cars; 54 service cars. 

The general account, condensed, is as follows: 


EGET SP a: he Sere Bede, WHALt? sas chaemnas $1.988,150.00 

DM Sxakace Sein ctbRpecercghers cecevrccncccescces 1,600,000.00 

Bills, accounts and balances..............-.++ee-ee+. 812,720.14 

PN TE II goose grein cicanccs:cdeectareend. case 1,333,637.29 
el eee isc dss de, wee aiaenah Kelesaest $5,734 507.43 

Construction account................ $3,296,523 .88 

Stocks and bonds........ .. ... = 923,820.00 

Bills, accounts and balances..... .... 1,145,499.69 

III Fass ck ie icasshaxccccecnanes 200,349.17 

GRIGG: Wels Se kied-Ghenes ss cknnendswnee 168,314.69 


—_—_——_ 5,, 734,507.43 
There was no change in stock or bonds during the year. 
The bond? are all first-mortgage, 7 per cent. bonds. 
Construction account was increased by $132,545.65 dur- 
ing the year. Stock and bonds owned were decreased by 
$143,535. 
The traffic for the year was as follows: 


1881. 1880. P.¢. 


Increase. 
TBR IIB «iiss be sscitcae 1,268,615 © 1,170,155 98,460 8.4 
Passengers carried....... 5,064 278,559 36,505 13.1 
Passenger-miles.... .....; 12,021,297 11,135,757 885,540 7.9 
Tons freight carried...... 1,576,770 = 1,518,539 58,231 3.8 
TOMMMNIR 855.65 556spseawes 90,464,162 86,386,912 4,077,250 4.7 


The increase in traffic was considerable. A large part of 
the business is through traffic, on which the rates were very 
low for most of the year. : 

The earnings for the year were as follows: 











1881. 1880. Inc. or Dec. Cc. 

Freight......... ontann es $916,220 $950,581 D. $34,361 3.6 
| re 296,664 299,599 D. 2.935 0.9 
BE ONO ss eincorednes 94,090 76,956 I. 17,134 22.3 
wh eee eucpareon $1,306,974 $1,327,136 D. $20,162 1.5 
eee 1,029,487 880,441 I. 149,046 16.9 
Net earnings......... $277,487 $446,695 D. $169,208 37.8 
Gross earn. per wile.. 11,533 13,176 D. 1,643 12.5 
Ne = - ve 2,449 4,474 D. 2,025 45.1 
Per cent. of expenses. . 78.77 66.35 I. J See 


The decrease in earnings was small, but there was a large 
increase in expenses, making a very considerable decrease in 
net earnings. Much of this was probably due to the very 
low rates on through business. 

The income account was as follows: 





WER SON OE GUO, 68. ooo ccs sence dec ccccandcsccace $277,487.46 
NING a aiNiv sb xieccccsseniadcencdacsnd $112,000 
PR I IIR 6 6 aos in is icp reedconencene 159,052 
-— 271,052. 
INN orice ccnscvusiccavccenaagnaenne« $6,435.46 


The earnings were sufficient to pay the usual 8 per cent. 
dividends al bane a small surplus. The income account 
does not contain the losses on and advances to the leased 
lines. ‘ 


St. LOUIS, VANDALIA & TERRE HAUTR. 


ny’s line extends from the Indiana state line 
aute to East St. Louis, 158.3 miles. There are 


This com 
near Terre 


87.713 miles of sidings. 

The equipment consists of 32 engines ; 15 passenger, 8 
baggage and 2 express cars ; 682 box, 211 stock, 91 flat, 253 
coal and 22 caboose cars ; 
gravel and 10 rack cars. 

The general account is as follows : 


3 wrecking and tool cars, 89 


$2,383,015.70 
. 1,545,700.00 








4,499,000.00 
November coupons, etc... ..............055 here 92,750.00 
Due lessee for construction..............0. 22.22 0 7,947.73 
SS AN ees cccclcke ol bones \aNawat-cndeecmencnt ca’ $8,537 413.43 
CO I oi igi ae sh ag tie taicsieemcen sine $8,330,410.75 
Accounts and rental................... 112,758.72 
Ricca eta ona nas cncnadcancess 3,224.97 
91,018.99 


Income account, balance.............. 





—— $8,537 ,413.48 


Of the bonds $1,899,000 are first-mortgage 7 per cent. 
bonds and $2,600,000 second-mortgage bonds, also 7 per 


cent. 
The traffic for the year was as follows : 





1881. 1880. Inc. or'Dec. Pc. 
Train-miles......... 1,479,500 1,353,452 I 126,048 9.3 
Passengers carried. 305,279 272,839 I 32,440 11.9 
Passenger-miles ... 19,161,449 17,309,919 I 1,851,530 10.7 
Tons freight carried 1,066,031 991,519 I 74,512 7.5 
Ton-miles.......... 107,089,535 90,544,226 I. 10,545,309 10.9 
Av. receipt : 
Per pass.-mile 2.217 cts. 2.437cts. D. 0.220ct. 9.0 
a IE, | i alk ae artes 
Per ton-mile. . 0.934 1.044 “ D. 0.110 10.5 
oe CSS CoN k 0.095 0.262 “ D. 0.167 63.7 


* Loss. 

The average rate on through freight was only 0.669 per 
cent. per ton-mile. 

The average earnings per train-mile were $1.138; ex- 
a. $1; net earnings, 13.8 cents, against 35.9 cents in 


The earnings for the year were as follows: 











1880. Inc. or Dec. P.c 
$1,008,033 D. 7528 0.7 
421,886 I. 2,891 0.7 
122,883 I. 17,350 14.1 
Mp5 ode. 0.09.063%0r 00 $1,565,515 $1,552,802 I. $12,713 0.8 
pa ee 1,376,941 1,106,784 I. 270,157 24.4 
Net earnings. ........ $188,574 $446,018 D.$257,444 57.7 
Gross earn. per mile.... 9,889 9,808 I. 81 0.8 
Net earn. per mile..... 1,191 2,816 D. 1,725 57.7 
P.c. of expenses....... 87.95 71.28 I. | ae 


The increase in earnings and the very large increase in ex- 
penses were chiefly caused by the carriage of a large freight 
traffic at extremely low rates. 

The result to the lessee was as follows: 


Actual expenses, as above................. ......0-. $1,376,940.69 
Percentage (70) allowed for operating................ 1,095,860.54 
Loss to lessee..........00..00.00. eloneksoks \.. $281,080.15 


In 1880 the loss to the lessee was only $19,222.42. 
The income account of the lessor company was as follows: 


Rental, 30 per cent. of earnings............... ... ...$469,654.50 

BEN BI ieo8 Since sj cnchis ies. cnndinanesciccssecces 1 169.90 
aha als i i a et hs ere $469,824.40 

Rais 665s to) Serie ano saitae ncaa $314,930 

RAG cur Re cMesiges. wastelbs. © 0se tae 32,187.75 

Ee ee 1,923 





349,041.43 

ML ONG 3 io aici ioe ced adedsac ciel $120,782.97 

Of this surplus the sum of $10,003.28 was applied to pay- 

ment of back taxes, the balance going to credit of profit 
and loss, 

During the year 28.037 miles of track were relaid with 








steel and 6.213 miles of new sidings were built. The bal- 
lasting of the road was continued, and the fences extended. 


TERRE HAUTE & LOGANSPORT. 


The total] length operated under this name is 116 miles, of 
which 94 miles, from Logansport to Rockville, are owned, 
and 22 miles, from Rockville to Terre Haute, leased from 
the Evansville & Terre Haute Company. 

The capital account is as follows: 
ck ucehansha ener sepa wis idesehsksnnsensecex “op 
First-mortgage 6 
Other liabilities. . 


$500,000.00 
500,000.00 
57,937.22 


Mein nce sctcck afswueth' eee teccmsasatenies $1,057 ,937.22 
Nominal cost of road ............... $1,000,000.00 
SRE ae errr ee 57,937.22 
$1,057,937. 

The equipment of the road consists of 8 engines; 6 passen- 
ger and 3 baggage and mail cars; 39 box, 8 stock, 16 flat, 
194 coal and 5 caboose cars. 

The traffic for the year was as follows: 


ov 


we 


gs 





1880. Increase. S. 
MRI 5 .nc0 onxes oc cae 34,5 255,163 109,359 42.9 
Passengers carried........ 50,¢ 102,961 47,961 46.6 
Passenger-miles.......... 2,683,530 1,801,563 881,967 49.0 
Tons freight carried....... 204,012 144,213 59,799 41.5 
ONO: Siaievatdcaesecns 13,188,835 7,762,286 5,426,549 71.2 


The gross earnings for the year were $258,498 ($2,229 
per mile), an increase of 22.3 per cent. over the previous 
year, 

The income account was as follows: 


Rental, 25 per cent. of gross earnings.... ...... ... -. 
Advances by lessee in 1880................. $26,620.20 
Interest, taxes and rents paid ........:.... 44,150.16 
Right of way, construction, ete............. 51,816.26 


$64,649.40 


122,586.62 











DE SOP ARD TONE ide isk Side avesesen, WeReTuSwne $57,937.22 

This deficit is represented by $1,312.20 bills and accounts 
avable, and $56,625.02 advanced by the lessee, which is, 
owever, practically owner of the road. 





Buffalo, Pittsburgh & Western. 


During the year 1881 this company worked lines from Oil 
City, Pa., to Brocton, N. Y., 89 miles; Oil City to Irvine- 
ton, 50 miles, and Tryonville to Union, 17 miles, making 156 
miles in all. Various branches and extensions are in prog- 
ress, as noted elsewhere. 

The equipment at the close of the year consisted of 33 
locomotives; 20 passenger, 3 combination, and 7 baggage and 
mail cars; 124 box, 660 gondola, 45 oil-tank, 10 oil-rack 
and 10 caboose cars: 20 wood cars, 2 wrecking cars and 1 
snow-plow. 

The general account, condensed, was as follows : 
Ss St Tock icenssSesccreawehaesnesncass $8,650,000 .00 
PPSTSTOR BLOCK ANG CLIP. «0... oe cccccsessesscce ose 1,458,086 .26 
EE noc cacs cabserhicad &xese.s Kacates. wee - 7,130,650.84 
ME, cnign ciudad sisiincmhbasbebes (Adis aeawnssens sas 311,754.99 
Bills, accounts and balances 584,108.50 
Profit and loss....... .... oa 29,632.17 





NN eos cage nrtses canon gnceancaaaaes dan $18,164,232.76 
Road and equipment ........... ...$15,467,980 83 
CONN CEIOD fcc cececess vster 1,777.02 
Stock held by Co. or in trust ....... 1,480,633 .84 
Miscellaneous assets. .............. 12,000.00 
Accounts and balances.............. 210,842.77! 


po ee eer rer 35,034.88 
Cash.... 55 


—-~- ——-— $18, 164,232.76 
The bonded debt consisted of $2,586,000 first mortgage 
sectional bonds; $944,000 consolidated bonds; $3,568,000 
general mortgage bonds, and $32,650.84 income bonds and 
scrip. It is intended to fund all the debt in general mort- 
gage bonds, as soon as the older bonds can be retired by 
payment cr conversion. 
The traffic for the year was as follows: 











Train miles, 1881. 1880. Inc. or Dec. P. ec. 
Passenger........... 292,712 D. 5,691 1.9 
i eee 299,311 I, 43,684 14.5 
SING. = ccs nnehaxs’s 34.340 D. 3,040 9.0 

as:s0entictene.«% 626,363 I. 34,953 5.6 
Passengers carried. . 356,480 I. 14,774 4.1 
Passenger miles..... 6,875, 6,720,247 I. 95,487 1.4 
Tons freight carried. 747,824 712,211 I. 35,613 5.0 
Ton-miles........ ...28,100,646 28,192,532 D. 91,886 0.3 

Av. train load: 

Passengers, No..... 24 23 i 1 4.3 
Freight. tons........ 82 94 D. 12 12.8 

Av. receipt: 

Per pass.-mile..... . 2.875 cts. 2.855 cts. I. 0.027 ct 0.6 

4g * net.... Liga * 1.265 ‘ [. 0.238 “* 18.8 
Per ton-mile ....... 1.340 ‘ 1.210 * I. 0.130 “* 10.7 

bs a et 0.590 0.550 * I. 0.040 7.3 


Locomotive service cost 11.42 cents per mile run. The 
average train was 2.9 passenger cars or 8.7 freight cars. 
Passenger cars earned an average of 27.2 cents gross and 
16.3 cents net per mile run; freight cars, 11.6 cents gross 
and 6.8 ceuts net. 

The earnings for the year were as follows: 

1881. 1880. 














Inc. or Dee. P.c. 
AMINES «ici ccineeeecestos $362,166 $352,383 I. $9,783 2.8 
Passengers... ........-.«. 210,312 192,043 - 18,269 9.1 
Mails, etc.. ...... © ec cs0e. See 29,178 D. 2688 9.2 
Tota)... 5s .. $598,968 $573,604 I. $25,364 4.4 
Expenses..... . 354,275 305,080 I. 49,195 16.1 
_ Net earnings............$244,693 $268,524 D.$23,831 8.8 
Gross earn. per mile...... 3,842 3,679 iI. 163 4.4 
Net - is re 1,570 1,722 OD. 152 8.8 
Per cent. of expenses..... 59.2 53.2 LL 6.0 


During the year there were laid in the track 2,732 tons 
steel rails, 550 tons new iron rails, and 77,000 new ties. At 
the close of the year there were 68.2 miles of steel rails in 
the track. Extensive repairs of bridges and trestles were 
made, and the road generally much improved. 

The result of the year wasas follows: 





RMON a, «cs ractuasendbeesonasakeanaa “ee eee $244,692.76 
Balance of interest received in cash................. 32,347.59 

TOtA) 20. scccsccvccccccesceceses eeccteses ceiccescess $277,040.35 
PIRI 0 oo ceuGkinel Be mstra eee bbeniiwsins écisakis 264,040.00 


MR 5 os cs inno can eb ae mits cedeeban wes ad $13,000.35 


At the close of the year the company had in its treasury 
of its own securities $355,000 common stuck, $420,000 pre- 
ferred stock, and $415,000 general mortgage bonds; of ee 
Castle & Oil City securities $150,000 common stock $450,- 
000 preferred stock, and $600,000 bonds, and of Oil City & 
Ridgway stuck, $300,000. To offset these there were 
$35,000 floating debt, $50,000 for betterments of New 
Castle & Oil City road and $417,724 due on loan for pur- 
chase offthat road. 

The report says: ‘‘ The 300 new coal cars and 100 house 
cars alluded to in the last annual report were all promptly de- 
livered, and put in the trade, at the time designated; their 
cash value ($190,140) has been charged to equipment. The 
proportionate interest of the trust for the period of its dura- 
tion, 10 years, has been charged to profit and loss this year, 
as has also the proportionate interest of trust No. 1, alluded 


to in last report. The merger of the Pittsburgh, Titusville & 
Buffalo Railway Company with the companies formed to 
build the roads to Buffalo and Salamanca, alluded to in the 
last report, was consummated as therein stated, under the 
name of the Buffalo, Pittsburgh & Western Railroad Com- 
pany. A contract, agreed upon some time previously, was 
executed with the New York & Pennsylvania Construction 
Company for the construction of the lines to Buffalo and 
Salamanca, by which they are to receive common and pre- 
ferred stock and general mortgage bondsin payment. * * * 

‘*The construction of these roads is —_— progressing, 
and in the current year both will be completed. A contract 
has been made with the Pennsylvavia Railroad Company, 
and with the Philadelphia & Erie Railroad Company, for the 
use, on fair terms, of the track of the Philadelphia & Erie 
Railroad between Irvineton and Warren, about six miles. 
That portion of the Salamanca line between Warren and 
Kinzua, about 13 miles, is now completed, and the line from 
Oil City to Bradford, in connection with the Bradford & 
Kinzua Road, is opened for traffic. * * 

‘*In April, 1881, your board purchased the New Castle & 
Franklin Railroad at cost of $834,465.66, and immediately 
reorganized it as the New Castle & Oil City Railroad Com- 
pany (since changed to Oil City & Chicago), with a capital 
of $150,000 of common stock, $450,000 of preferred stock, 
and $600,000 of first mortgage 6 per cent bonds, all of which 
stock and bonds are in the treasury of yourcompany. * * 
The road is36 miles long, extending from New Castle, 
Lawrence County, Pa., to Stoneboro, Mercer County, 
with a branch line to coal mines of five miles, making in all 
41 miles of road.” ¥ * * 

‘** A company called the Buffalo, Baltimore & Ohio Rail- 
road Company, and controlled by the friends of this com- 
pany, has been organized to construct a road from New 
Castle to Chicago Junction, with which company the Balti- 
more & Ohio Railroad Company and this company have 
entered into a contract for the interchange of business on 
mutually favorable terms. It is intended to commence the 
construction of this road at an early day. Your board pro- 

oses to commence, at once, the construction of a connection 
tween the New Castle & Oil City Road at or near Stone- 
boro and your road at Oil City, and also of several branches 
to coal mines, making about 40 miles of track. It is then 
proposed to merge all the lines between Oil City and Chicago 
Junction into one company, and subsequently to merge 
that company with the Buffalo, Pittsburgh & Western Rail- 
road Company. 

‘© When these roads shall all have been completed you will 
have a line from Oil City to Buffalo of about 138 miles, and 
the line from Chicago Junction, via the valley of the 
Allegheny, to Salamanca, 300 miles, and from thence, if it 
should prove necessary, owing to our inability to mske satis- 
factory terms with the New York, Lake Erie & Western 
Raiiway Company, to extend the line to Olean, a further 
distance of 20 miles, making in all 320 miles from Chicago 
Junction to Olean.” 


Atlanta & West Point. 


This company works a line from Atlanta, Ga., to West 
Point, 87 miles; of this it owns 81 miles, from East Point to 
West Point, and leases the use of 6 miles, from East Point 
to Atlanta, from the Central and Georgia companies. The 
report for the year ending June 30 was presented at the 
annual meeting last week, and from it the following figures 
are taken: 

The freight traffic for the year was as follows: 

18 








1-82 1880-81 Inc. or Dec.Pc. 

Bales cotton, local......... ..... 53,352 62,078 D. 8,726 14.1 
oS PE cakbcons 38+-6n00 40,009 34,435 I. 6,573 16.2 
Co I Sete Pree 93,361 96,514 D. 3,153 3.3 
Totaltons freight............... 128,407 124,273 I. 4,134 3.3 
The increase was chiefly in through freight. Locally 


there was a decrease in the tonnage in the grain and fertil- 
izers, as well as in cotton.$ 
The earnings for the year were as follows: 








1881-82. 1880-81. Inc. or Dec. P.c® 
Freight........... ...$231,900 $263,200 D. $31,300 11.9 
ere 163,320 114,228 I. 49,092 43.1 
pe ere 34,790 40,626 D. 1,836 14.4 
Total...... ... + ++430,010 $418,054 I. $11,956 2.9 
po ee eee 254,516 310,420 D. 55,9 18.0 
Net earnings. .....$175,494 $107,634 I. $67,860 63.1 
Gross earn. per mile. 4,943 4,805 i. 138 2.9 
Net earn. per mile. 2,017 1,237 Z 780 = 68.1 
Per cent. of exps..... 59.2 74.3 D. 15.1 ‘ 


During the year 400 tons of new steel rails and 29,243 
new ties were laid; 30! miles of track were ballasted. Flat 
Creek bridge is to be replaced with iron shortly. 

The income account was as follows : 

Net earnings, as above. . 
Interest paid 
Dividends paid....... 


atavascsvarwksns: Diplo ieeet oat $175,494.29 


$75,234.15 
80,093.00 





155,827.15 
$20,167.14 

The report of President L. P. Grant says: ‘* In compari- 
son with the business of the previous fiscal year, the re- 
ceipts from passengers show an increase of $49,092.02, and 
from freight a decrease of $31,300.62. Of the former we 
estimate $36,000 as derived from travel to and from the 
cotton exposition. This gives to the normal passenger busi- 
ness an increase of $13,092.02, which is shown to be from 
through passengers during the past six months. A portion 
of this increase we attribute to better connections beyond 
New Orleans; and we anticipate a further increase of 
through travel in ratio with the rapidly increasing popula- 
tion and wealth of Southern Texas. * * 

The decreased receipts from freight are mainly accounted 
for in the smaller tonage of grain and fertilizers, the former 
showing a decrease of 5,450 tons and the latter 5,825 tons. 
The abundant grain crops in the area tributary to our road, 
the reduced acreage in cotton and the disposition of the 
planters to economize in the use of commercial fertilizers, 
indicate with certainty reduced tonnage and receipts from 
the transportation of these items for the ensuing year. 
While the revenues of the company will be temporarily re- 
duced from these causes, it would seem to be a subject of 
congratulation with the stockholders rather than of de- 
spondency, for results which promote the general prosperity 
of the people must in time increase the business and en- 
hance the value of your road. * oe * * * 

‘*Since September last, our outfit of motive power and 
rolling stock has been maintained by and worked in com- 
mon with that of the purchasers of the Western Railroad of 
Alabama, under rules and covenants which are thought to 
be equitable and are believed to be of mutual economy in 
working the two roads. Our Superintendent holding the 
office of President and General Manager of the Western 
Railroad, has had a somewhat delicate duty to perform in 
adjusting the joint expenses equitably between the roads. 
The directors take pleasure in stating that this duty and all 
others devolving on him have been performed to their en- 
tire satisfaction.” , 

A controlling interest in the road is owned by the Georgia 
Railroad Company, and is consequently now in the hands 


Balance, surplus for the year..............+-.se+06. 





of the joint lessees of the Georgia road, 





